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Contributions. 


Acceleration Formulae. 
PHILADELPHIA, Dec, 27, 1897. 
To THE EDITOR OF THE RAILROAD GAZETTE: 

Your article on Acceleration Tests (page 911) is exceed- 
ingly timely and calls attention to the tendency prevail- 
ing to confusion of ideas with regard to the fundamental 
laws of motion. As the use of formule in connection with 
movement of trains is increasing, it is especially timely 
to place engineers on their guard against using short 
empirical formule withcut investigating their deriva- 
tion. Lhope that you will extend your discussion of 
this subject, and give us the benefit of a real mathemati- 
cal treatment of the matter from a practical standpoint. 

: B. W. 

[The table published last week in connection with 
the article on ‘‘ Recent Acceleration Tests” contained 
two or three typographical errors which, while not 
vital, are somewhat misleading. We reprint the 
table below, and in making the correction have added 
a column giving the observed speeds as published in 
our issue of Oct. 1, and have at the same time made 
the results in columrs 3 and 4correspond with the 
observed velocities as here given. 














Tian Obzerved Dist. in feet. | Dist. in feet. 
caaanda .. Speed, Const. accel, Parke’s 
: miles per hour formula, formula, 
5 19 70 8t 
10 :0 219 268 
1b 35 385 £06 
20 338 557 776 
25 100 824 1,070 
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To Reverse or Not ? 





TO THE EDITOR OF THE RAILROAD GAZETTE: 

Reports of railroad accidents, such as collisions and 
these which are caused by obstructions on the track, are 
frequently supplemented with the statement that the 
engineman, when he noticed the impending danger, 
applied the brakes and reversed his engine. In cases 
where the enginemen have not survived to tell their 
tale, the wrecked engines have generally been found 
with the brake valve in the emergency position and the 
reversing lever in the back motion. In most such cases 
the engineman has probably reversed automatically, 
much as a man throws up his arm to ward off a blow. 
As your hand pulls the reins when your horse shies or 
stumbles, so the hand of the engineer seeks the throttle 
and the brake-valve without being guided by thought. 
It is natural and involuntary for thefold engineers, 
who learned their trade before the advent of the con- 
tinuous brake, to pull back the reversing lever. To 
stop them from doing this wonld be to request them to 
think before they act in emergencies when every second 
counts, or it would be like asking the man at whose 
head a stone is thrown to think in what direction to 
dodge. 

As a class locomotive engineers are men of intelligence 
capable of doing a great deal of thinking and reason- 
ing, but when it comes to running their engines, they 
will, unless they are bent on experimenting a little when 
they have plenty of time on their hands, go through the 
manual like trained soldiers, without the least hesita- 
tion or thought. Ifthe manual is changed, they must, 
like soldiers, be trained over again, but it is far easier 
to impress a new system on the raw material, than to 
first obliterate the training and habits of years, in or- 


der to prepare place for new teachings. This is a reason 
why the railroad companies should pay attention to ed- 
ucating their firemen, the coming engineers, in the ap- 
proved and best modern practice, instead of leaving 
them to follow in the footsteps of the present genera- 
tion of enginemen. 

These thoughts have been brought out in consequence 
of a recent damage suit following upon an accident on a 
railroad whose enginemen have positive instructions 
not to reverse their engines in any emergencies. In this 
case the opposing counsel claimed negligence on the 
part of the company, contending that everything 
possible had not been done to stop the train, inas- 
much as the engineer had not reversed the engine. 
This brings up the question whether or not an engine 
should be reversed in’order to make a quick stop. The 
subject concerns, of course, only such locomotives as 
have properly designed driver brakes of a reliable pat- 
tern. 

Very few railroads, it seems, have issued definite in- 
structions on the subject. The men are allowed to 
handle their engines according to their own ideas, or 
raiher as they saw the men, for whom they formerly 
fired, handle their engines. Before the evolution of the 
driver brake to its present form, the reverse lever was 
the only resource in times of danger, and the depend- 
ence on it has been taught from man to man down to 
the present day. The ambitious young engineman or 
fireman who wants to pry deeper into the knowledge 
and secrets of the craft is generally referred to Forney’s 
“Catechism of the Locomotive,” and Sinelair’s ‘‘Loco- 
motive Engine Running and Management.” In the for 
mer the foilowing order of procedure, when danger is 
perceived ahead, is laid down: 

1. Shut the throttle valve. 

2. If the train is equipped with hand brakes alone, 
blow the danger signal for their application, or if the 
train hasa continuous brake, apply it with its full force. 

3. Reverse the engine and open the throttle and the 
sand valves. 

The author also explains that it is best not to reverse 
the engine until the train is somewhat checked, as there 
is always danger of breaking something when reversing 
at high speed. 

The other book referred to gives exactly the same 
rules, with the special addition in case of non-air brake 
trains to let off the driver brake when the wheels begin 
to slide, and to open the cylinder cocks until they again 
revolve, after which the brakes should be applied again. 

In a pamphlet accompanying the Instruction Book of 
the Westinghouse Air-Brake Co., the following para- 
graphisfound: ‘‘Don’t reverse your engine when the 
driver brakes are applied. If properly designed, they 
will give all the resistance to revolution the driving 
wheels will comfortably bear. Retardation of move-. 
ment is less with sliding wheels than when revolving 
with brakes applied.” 

It will be noticed that thisiscontrary to the rules 
given by the first-ndmed two authorities. The Associa- 
tion of Air Brake Men has, however, approved of 
the Westinghouse rule, by answering the question 
whether or not the engine should be reversed, as fol- 
lows: ‘“*No. Evenif it is a poor brake, the wheels will 
lock and slide, and sliding wheels will not hold as much 
as if they were revolving. If the driver brake holds at 
all the engine should not be reversed.” 

It may be said that the Westinghouse Air 
Brake Co., as well as the Air Brake Men’s Association, 
are partial to their special instruments, which would 
explain their objections to the use of the reversing 
lever. At any rate, without definite instructions issued 
by the railroad companies, the engineman is left with 
good authority for either method, free to follow hisown 
practice and inclination. Although many of the best 
locomotive runners acknowledge that they consider an 
efficient driver brake, cut in with the train brakes, the 
proper and most effective means of stopping a train, 
yet in times of danger, when the brakes are applied and 
the effect of them is not immediately felt, the suspicion 
that something may be out of order with “ the air” will 
make them falter in their faith long enough to fall back 
on the reverse lever. An excellent and reliable passen- 
ger engineer, who the other day came into the round- 
house with flat spots on the tires of his big express ex- 
press engine, replied, when interrogated by the road 
foreman of engines, that the brakes did not seem to take 
hold right when he was flagged, so he had to reverse the 
engine. Hehad plenty of air and the brakes were in 
first-class condition all through the train, but the few 
seconds which had elapsed after he had turned the 
handle over to “‘emergency” and until he pulled the re- 
verse lever over seemed like minutes to him. The 
brakes probably began to do their work at the same time 
as he felt the engine Jabor in the reverse motion, and 
the train would undoubtedly have stopped as soon had 
he stood the strain and resisted the temptation a mo- 
ment longer. 

Many engineers claim, however, that the steam which 
remains in the dry pipe, steam pipes, passages and steam 
chests after the throttle is closed will have to be worked 
off somehow. and if the engine is not reversed the steam 
will drive the engine on for a few revolutions, against 
the resistance of the brakes ; whereas, if the engine is 
reversed, this steam will furnish the necessary resist- 
ance to the piston from the first moment. If the engine 
is running with the throttle shut at the time a quick 
stop isto be made, there would certainly be nothing 
gained by reversing the engine, providing the driver 
brakes are what they should be. But where the engine 
is working;under steam and the danger is great, involv- 


ing life or much property, and if the engine can be re- 
versed quickly, there is no reason why the lever should 
not be pulled back, at least for a few seconds, even at 
the risk of blowing out a cylinder head or causing other 
damage to machinery. Atany rate, it will be difficult 
to make the men think otherwise, or if they do so, to act 
otherwise at the crucial moment. It is a legal question 
to what extent a railroad company could be held respon - 
sible if it omits to issue definite instructions on this 
subject to its men, and how far the men as competent 
agents of the company are personally responsible in lieu 
of instructions. M. E, 








Forces Acting on the Outside Rail. 


BY F. T. HATCH, 
Chief Engineer Terre Haute & Indianapolis Railroad. 





Fig. 1 represents the outer rail of a 6-deg. curve with- 
out elevation. At any given speed, the ratio between 
the load and the centrifugal force will be the same for 
any load, and will be as 1: ReG when v is the velocity 
in feet per second, FR the radius of the curve, and g the 
retardation in feet per second due to gravity. v = 88 {t.. 
at a speed of 60 miles per hour. The radius of a 6-deg 
curve = 955 4 ft; g = 482.2, 

a $677,744 _ oni 
Rxg 4x23" Dim ~~ 

For each 100 }bs. load on the rail under consideration, or 
200 lbs. on the track, the centrifugal force will then be 
200 x .2517, or 50.341bs. We have then a horizontal force 
of 50.34 lbs. acting at a right angle to the axis of the rail 
near its top and tending to overturn it. Resisting the 
overturning tendency we have a vertical force of 100 lbs 

With a perfect wheel, resting on a perfect rail and sup- 
ported by a perfect tie, the wheel and rail will have two 
points of contact; one at theicenter of the rail, and 
the other near its gage line, Asshown on diagram, the 
vertical force is assumed to act upon the rail at a point 
midway between these two points of contact. The ful- 
crum about which the rail must turn to tip over is at 
A. Thecentrifugal force tending to overturn the rail 
acts with a leverage equal to the distance from its line 
of direction to A measured ata right angie to that line, 
or 4.92 in. The resisting force acts with a leverage equal 
tothe distance from its line of directior to A, meas- 
ured at a right angle to that line, or 2.86 in. The mo- 
ment of the overturning force about the point A is 50.34 
x 4.92, or 248 in.-lbs. The resisting moment of load 
is 100 x 2.86, or 286 in.-lbs.. or more than the over- 
turning moment even when resistance due to weight of 
rail and holding power of spikes are ignored. 

The full amount of each of each of the above force 
acting on the rail is assumed to be effective on the rail, 
in computing the overturning and resisting moments at. 
A and B. The theoretical reductions due to the oblique 
angles made -by the lines of direction of some of the 
forces, with the surface of the rail at points of applica- 
tion, are largely overcome by friction, and are ignored. 
Any reduction which might be made for this cause 
would alter the centrifugal force in every case more 
than the force due to load. This assumption gives the 
greatest possible effect to the centrifugal force. 

Should the top of the rail be worn flat, the center of 
bearing of a perfect tire on an upright rail would be 
nearer the center of the rail than shown in drawing. 
At the point A the leverage of the centrifugal force will 
be 494 in., and of the load 2.6 in. he overturning 
moment will be 256 in-.]bs. and the resisting moment 
260 Ibs. 

Should the tite be so worn as to perfectly conform to 
shape of top of rail, its center of bearing will be at center 
of upright rail. At the point A the leverage of the cen- 
trifugal force will be about 4.92 in., and of the load 
2.34 in. The overturning moment will be 248 in.-lbs. 
and the resisting moment 234 in.-lbs., and the rail 
will overturn. This condition gives the greatest pos- 
sible effect to centrifugal force acting on an upright 
rail, but is unlikely to occur, as tire must be very badly 
worn to bring it about. 

The dotted lines in Fig. 1 show the same rail as shown 
by the full line with tts outer edge cut into the tie an 
inch. The opposite or inner rail is assumedito be upright. 
The inclined position of the load increases the force 
tending to overturn the rail. The increase due to this 
cause equals the weight of the lead multiplied by the 
sine of its angle of inclination. This force acts, how- 
ever, in the direction of its plane of inclination, and 
only its horizontal component is added to the centrifu- 
gal force, or the weight of the load multiplied by the 
tangent of its angle of inclination. The points of bear- 
ing of load on the opposite rails being 58.81 in. apart, 
and that on the outside rail being 0.56 in. lower than 
that on the inside rail, the additional overturning force 
due to the tipping of the outer rail will be 

56 

- ——— = Sipe 

V58.812 — 56° 

The force tending to overturn the rail will then be 50.34 
+ 1.9 = 52.241bs. The vertical force resisting this ten- 
dency is the same as in the case of the upright rail, 10 
Ibs. The fulcrum about which the rail must turn to tip 
over is, in this case, at B. The force tending to over- 
turn the rail acts with a leverage of 5.43 in., and the 
force resisting this tendency with a leverage of 2.42 in. 
The moment of the overturning force about the point B 
is 52.24 x 5.438 = 284in.-lbs. The resisting moment of 
the load is 100 x 2.42 = 242in.-lbs: Unless prevented by 
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its own weight and the holding power of thin: this 
rail will tip over. 

Fig. 2 represents the outer rail of a 6-deg. curve ele- 
vated 6 in. above the inner rail. The load on the rail is 
taken, as in the cases already considered, at 100 lbs. The 
centrifugal force is directly opposed in this case by the 
horizontal component of the force set in action by the 
inclined position of the load, which equals the weight of 
the load multiplied by the tangent of its angle of in- 
clination, or 
¢ ———_— — 9) o7 . 

200 x vy a 20.27 Ibs. 

The centrifugal force due to aspeed of 60 miles per 
hour on a 6-deg. curve has already been found to be 50.34 
lbs., and the force acting on the rail in this case will be 
50.34 — 20.27 = 30.07. The fulcrum about which this rail 
must turn to tip overis at C. The force tending to 
overturn it acts with a leverage of 4.54 in., and the force 
resisting this tendency with a leverage of 3.36in. The 
moment of the overturning force about the point C 
s 30.07 x 4.54 = 187 in.-lbs. The resisting moment 
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Fig. 1.—Outer Rail of Curve on Level Tie. 


of the load is 100 x 3.86 = 336 in.-lbs., which is much 
more than the overturning moment. 

Should the tire be so worn as to perfectly conform to 
shape of top of rail, its center of bearing may be at cen- 
ter of the rail when the rail is in the upright position, 
designated as position 1. At the point C the leverage of 
the centrifugal force will not be materially changed 
from that shown in the drawing, but the leverage of 
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Fig. 2 —Outer Rail of Curve with Six Inches Elevation, 


the load will be reduced to 2.82 in. The overturning 
moment will be 137 in.-lbs., and the resisting moment 
282 in.-lbs. This condition will give the greatest pos- 
sible effect to centrifugal force acting ona rail in this 
position. 

The dotted position (designated as position 2) in Fig. 
ame rail with its outer edge cut into the 
The inner rail is assumed to stand in 
The cutting of the outer rail into 


2 shows the s 
tie an inch. 
its normal position. 


the tie reduces its elevation above the inner rail to 5.63 
iu, The points of bearing of the load on opposite rails 





being 58.81 in. apart, the reduction of the overturning 
force will be 
: 5.63 


2 
V58.812 — 5.632 


and that force will be 50.34 — 19.23 = 31.11 lbs. The 
fulcrum about which this rail must turn to tip over is 
at D. The leverage of the overturning force is 5.27 in- 
and of the resisting force 2.76in. The moment of the 
overturning force about the point Dis 31.11 x 5.27 = 
164 in. lbs. The resisting moment of the load is 100 x 
2.76 = 276 in.-lbs. The resisting moment is still much 
greater than the overturning moment. 

The same result will be arrived at in another way in 
each of the above cases, if the moment of the resultant 
of the two forces be taken instead of the moments of the 
separate forces. In position 1, Fig. 1, this moment is 
112 x .34 = 38in.-lbs. In position 2, Fig. 1, it is 113 x 
.37 = 42in.-lbs. In position 1, Fig. 2, it is 104.4 x 1.91 
= 199 in.-lbs. In position 2, Fig. 2, it is 104.73 x 1.07 = 
112 in.-lbs. This moment is in each case equal to the dif- 
ference between the moments of the separate forces, and 
in the direction of the greater. 





= 19.23 lbs., 








Comparative Tests of Steam Injectors. 





A series of comparative tests of eight different steam 
injectors was made by Mr. G. H. Trautmann in 1896 at 
the University of Wisconsin, and the results in full have 
recently been published in the Bulletin of that institu- 
tion. The tests were made under the direction of Prof. 
Storm Bull. The injectors tested formed part of the 
equipment of the steam engineering laboratory and were 
considered only from the point of view of boiler feeders: 
in which case all injectors have an efficiency of nearly 
100 per cent. 

Briefly described the apparatus consisted of two 
wooden tanks, each having a capacity for about 2,400 
lbs. of water, one of which was used as a feed water 
tank, and the other asa receiving tank. The injector to 
be tested was fastened to the side of the feed-water tank 
at about half its height. Both suction and delivery 
pipes, after being extended to the topof the tanks, 
branched off in opposite directions, one branch for each 
tank, and a three-way cock was placed at the T so that 
by regulating the cocks it was possible to feed from or 
discharge into either tank, or to feed trom and discharg2 
into the same tank, the latter case being convenient for 
heating the feed water. The suction pipe was pro- 
vided with a gate valve for regulating the suction, and 
between this valve and the injector was placed a vacuum 
gage. The delivery pipe was also provided with a gate 
valve for regulating the discharge, and between this 
valve and the injector was placed a pressure gage 
which would register as high as 200lbs. By means 
of these two valves the lift and discharge press- 
ures were very readily regulated. The steam 
pipe was provided with a gate valve about a foot 
above the injector. By means of this valve the steam 
could be throttled tothe pressure desired. T'wo steam 
pressure gages were placed in this pipe, one above and 
one below the throttle-valve. The steam used was 
furnished by boilers in the central heating piant of the 
University, and was conveyed to theapparatus by means 
of a 2-in. pipe, which was well covered with asbestos 
covering. This pipe was about 100 ft. long. A separator 
was placed in the steam pipe close to the apparatus, so 
that the steam was relieved ,of most of its moisture 
before entering the injector. Just opposite the lower 
steam gage a throttling calorimeter was inserted, and 
during each run readings were taken on this calori- 
meter. In order to measure the amount of water, the 
tanks were carefully ,calibrated. Each tank was pro- 
vided with a glass water gage, placed overa graduated 
scale, extending from the bottom tothetop. The scale 
was graduated so that readings could be taken to 
pounds. 

The system adopted for the purpose of comparing the 
various injectors was as follows : 

The steam pressure at the injector was always kept 
at a pressure of 80 lbs. by means of the throttle-valve. 
The lift was always kept constant at 8 in. of mercury by 
means of the valve‘in the suction pipe. The discharge 
pressures were kept at 20 lbs., 40, 60, 80, 100, 120, etc., to 
the limit, 7. e., at 14, 34, 84, 1, 144, etc., times the steam pres- 
sure at the injector. For each one of these pressures a 
run of acertain number of minutes was made, keeping 
all readings constant during the run. The tempera- 
tures of feed water were 50 deg., 70, 90, 110, 120 Fahr., 
etc., to the limit. For each change of feed-water tem- 
perature a complete series of tests was made, using the 
discharge pressures as given above. This made from 25 
to 30 tests for each injector. Limits of action were also 
determined after each series of tests. In order to deter- 
mune the limit of delivery, the pressure at the injector 
being kept constant at 80 lbs, and the vacuum gage at 8 
in., the discharge pressure .was} slowly increased until 
the injector would “ break,” or stop working. The high- 
est pressure was the limit of action for 80 lbs. boiler 
pressure and a lift of 8 in. of mercury for each tempera- 
ture of feed water used. This series of limit tests was 
carried out for steam pressures at the injector of 80;lbs., 
60, 40, 20, etc., to the lowest limit at which the injector 
would work. 

Suction limit tests were also made for each change of 
feed water temperature. This was done by keeping the 
boiler pressure constant (always at _80 lbs.) and finding 
the limit of suction, for the varying pressures of dis- 
charge, ¢. e., at 20 lbs., 40, 60, 80, 100 lbs., ete. 

During each run steam was kept flowing through the 


calorimeter, and after about half the test was over the 
readings for the calorimeter were taken. About four 
inches of water was kept in the separator. The water in 
the feed tank was raised to the proper temperature by 
using the injector as a heater. The water was thorough- 
ly stirred up and brought tothe correct temperature 
before starting each test. It required about a minute 
to start the injector and regulate the gages, and the 
readings for the test were not begun until all the gages 
were perfectly constant. 

The following injectors were tested: 

** Korting,’’ made at Hanover, Germany; ‘Sellers,”’ 
made by Wm. Sellers Co., Philadelphia; ‘‘ World,” made 
by the American Injector Co., Detroit. Mich.; *‘ Sher- 
wood,” made by the Sherwood Injector Co., Buffalo, N.Y.; 
‘* Monitor,’? made by the Nathan Mfg. Co., New York; 
‘* Pemberthy,” made by the Scott Valve Co., Chicago; 
“Excelsior,” made by N. A. Watson, Erie, Pa.; ‘United 
States,’ made by the American Injector Uo., Detroit, 
Mich.; “‘ Metropolitan.”” made by the Hayden & Derby 
Mfg. Co., New York. 

All of these injectors are of the lifting type. The Kort- 
ing, World, Metropolitan and Sherwood are double tube, 
and the Monitor, Sellers, Pemberthy an] United States 
are single tube injectors. 
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The curvesin Fig. 1 are temperature curves, the feed- 
water temperatures being taken as ordinates and the 
delivery temperatures as abscisse. This diagrams shows 
that the Sherwood injector heats the water to a higher 
temperature than any other, but the table of results 
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Fig 1.—Temperature Curves—Injector Tests. 
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shows on the other hand that the number of pounds of 
water per pound of steam, 7.83, is much smaller than for 
the other injectors, as should be expected. This same 
table shows that the Monitor injector delivers the great- 
est number of pounds of water per pound of steam, 12.37, 
but in Fig. 1 it ranks last in heating capacity. The tem- 
perature curves of the World and Korting injectors are 
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Fig. 2.—Suction Limit Curves. 


nearly the same, and these injectors are a little above 
the average in heating capacity and are nearly up to 
the average in the number of pounds of water per pound 
of steam, the World being 9.22 and the Korting 9.47. 
Both rank higher than all the others in the range of 
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feed water temperature, being equal at the limit of 130 
deg. TheSellers averages well; the limit of feed-water 
temperature is 125 deg., the number of pounds of water 
per pound of steam, 12.17, ranking second, but its heat- 
ing capacity is quite low, ranking about sixth in Fig. 1. 

The Metropolitan is fifth in rank in Fig. 1, being the 
lowest of the double-tube injectors for the limit of feed- 
water temperature, 118 deg., and next to the lowest in 
heating capacity, It ranks fourth in the number of 
pounds of water per pound ‘of steam, being 11.07. Fig. 1 
shows clearly that the double-tube injectors are best 
suited for hot water. The heating capacity of the 
single-tube injectors is much lower than that of those 
provided with double tubes. 

Fig. 2 shows the order of the injectors in regard to 
highest suction limit, the Sherwood, double tube, injec- 
tor being first, and the Monitor, single tube, last. 

The Korting and Metropolitan injectors are the least 
affected by a change of the temperature of the feed 
water. The Sellers and World injectors vary quite a 
little, while the Sherwood injector changes considerably. 
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Fig. 3.—Resu'ts of Injector Tests—Feed Water at 
50 Deg. F. 


In Figs. 3 and 4 the maximum delivery pressures are 
plotted as ordinates with the boiler pressures as ab- 
scissee to show the effect of changing the temperature of 
the feed water; Fig. 3 gives the results obtained with the 
lowest temperature tried, 50 deg , and Fig. 4 results at 
the highest temperature of feed water, 120 deg. F. 

It is difficult to draw definite conclusions from these 
tests, since the injectors may be used under so many dif- 
ferent conditions. Probably the most important property 
ofan injector is its ability to use hot feed water, and next 
in importance is its lifting power. The other properties 
do not signify so much since the efficiencies are all nearly 
100 per cent. Unfortunateiy the boilersat the University 
could not furnish steam at higher pressures than 80Ibs., 
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Fig. 4.—Results of Injector Tests—Feed Water at 
120 Deg. F. 


and it would have been desirable to have extended the 
tests to higher pressures. Prof. Storm Bull, however, 
states that there is no reason to doubt but that the results 
obtained for the higher pressures would show the same 
relative position of the various injectors, and that the 
curves representing the performance of the injectors 
may be continued far beyond the points at which the in- 
jectors were tested without committing any serious 
error. 








Electric Railroad Progress in Great Britain. 





It is well known that the United,Kingdom has been ex- 
ceedingly slow in the adoption of electricity as a motive 
power for its railroads and tramways. The causes ofthe 
delay have been many and various, Until the past 12 
months the opposition from municipal governing bodies 
and the general public was very great and almost every 
new scheme was attacked most inconsistently by people 
who had never seen a trolley line in operation, but had 
only heard that the system possessed many objectionable 
features. This kind of opposition is fast dying out—in 
fact may almost be said to be extinct as regards most of 
the larger and more important centers. To overcome 
the unreasonableness which had got abroad has been a 
task of enormous proportions, and to pioneers in the 
electrical line it has been an arduousand despairing work. 

In a great measure the feeling against the overhead 
trolley wire has been changed by municipalities sending 


deputations to various cities on the European continent 
and in one case to America, to report on the success 
which had attended its employment there. The expense, 
from the taxpayer’s point of view, has been very con- 
siderable, but it is pleasing to note that the elaborate 
reports issued by deputations sent from Glasgow, Bel- 
fast, Sheffield, Bradford, Manchester and many other 
towns have had and are still having the desired effect. 

Up to the present, electric tramway work in England 
really mean overhead trolley construction, for the con- 
duit and accumulator are hardly in evidence any- 
where. The only town where an underground conduit 
system has been employed for some years is Blackpool, 
and here the corporation has resolved to abandon the 
underground work and substitute the trolley wire, in 
expectation of increased efficiency and more economical 
working. At Blackpool the tramways run along the 
sea front and the underground conduits are sometimes 
filled with sand, which interferes with the working and 
prevents the cars running for many hours ata time, 
which of course means heavy loss of revenue. 

Of the accumulator system, which has been tried over 
and over again at Birmingham with various types of 
accumulators, there is not much to be said. It is every. 
where recognized that electric accumulator tramways 
can hardly be expected to accomplish much until some 
more efficient accumulator has been introduced. In 
view of the fact that many minds are at work on this 
problem in all civilized countries, there is promise of 
developments very shortly. There are surface contact 
and other systems being introduced by companies in 


best to carry off some good contracts, So far they Lave 
succeeded better than one would have expected. 

In underground electric railroad schemes, much is be- 
ing done in London. One line is running, another is 
just on completion, and a third is well in hand. Other 
large schemes of a similarcharacter are also proposed. 








New Open-Hearth Plant of the Buhl Steel Co. 





The new open-hearth plant of the Buhl Steel Co., at 
Sharon, Pa., producing billets, tin plate and sheet-plate 
bar, is of special interest as being a very recent example 
of modern mill construction and equipment. The first 
furnace was started in May and now the plant is run- 
ning at full capacity, having met with remarkable suc 
cess in operating the new machinery. 

The buildings are of the usual steel framing covered 
with corrugated sheets. The mill building is 900 ft. x 
50 ft., with lean-to additions on the west to enlarge the 
floor space where necessary. The koilers and gas pro- 
ducers occupy suitable buildings west of the mill and a 
neat and well-equipped chemical laboratory is adjacent 
to the mill on the north. 

The process of manufacture begins at the north end 
of the mill, which is increased to 100 ft. in width by a 
lean-to 328 ft. x 50 ft. Here are placed six, 30-ton, basic 
open-hearth furnaces of the usual stationary type. Each 
furnace is connected with a stack 115 ft. high. 
Eighteen producers furnish the gas,which is admitted to 
the furnaces under sufficient pressure to completely fill 
the chambers with burning gases. 
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Sheet Bar and Tin Plate Bar Mill—Buhl Steel Co. 


England, but these have not made much headway. 
Whether they will do so or not remains to be seen. 

A number of trolley wire lines are now working with 
great success in various English and I[rish towns, and 
the number of lines constructing at the present moment 
shows that things are moving in that direction. The 
list of new schemes for which parliamentary powers 
are being sought during the forthcoming session of the 
British Parliament is a very long one. There is a 
strong movement in favor of municipalization of 
tramways now worked by companies, and where steps 
are being taken in this direction provision is made for 
working by electric power. Quite a number of import- 
ant light electric railroad proposals are on foot, among 
them being the following: Bournemouth & Poole, 15 
miles long, gage 3 ft.6 in.; Bradford & Leeds, 51g miles 
long, gage 4 ft. 5!¢ in.; Brighton, 434 miles, gage 3 ft. 6 
in.; Christchurch & Poole, 131 miles, gage 3 ft. 6 in.; 
Finchley & Hendon, nine miles, gage 3 ft.6in.; Folke- 
stone & l)istrict, 1544 miles, gage 4 ft. 8!¢ in.; Hastings 
& St. Leonards, four miles, gage 3 ft. 6in.; Kinver, four 
miles, gage 3 ft. 6in.; Middleton (Lancs), 814 miles, gage 
4 ft. 84g in.; North Shields, Tynemouth, two miles, gage 
3 ft.; Potteries extensions, four miles, gage 4 ft.; Roch- 
ester, Chatham, etc., 1444 miles, gage 4 ft. 814 in.; Llan- 
fair & Beaumaris, 64 miles, gage 2 ft.6in.; Penarth & 
Cardiff, four miles, gage 4 ft. 8!¢ in.; Coatbridge & 
Airdrie, three miles, gage 3 ft. 6 in. 

These are only the schemes connected with light rail - 
roads, many of Which are merely tramways in the Eng 
lish sense. The provisional tramway orders are very 
numerous. 

If all these works, or a fair proportion of them, are 
put in hand, there should be some very good electric 
tramway construction work ahead in England, and 
American houses are there already doing their level 


An electric charger built by the Wellman-Seaver 
Engineering Co., of Cleveland, charges the furnaces 
at the rear and a 50 ton Shaw electric traveling crane 
is provided for handling the pouring ladles over the 
casting pit in front of the furnaces. The ingots are 
bottom poured, usually 17 in. x20 in., weighing 2 tons. 
South of the furnaces are three, four hole, soaking 
pits in which the ingots may be kept at rolling heat 
until they are sent to the blooming mill. Furnace and 
soaking pit doors are operated by hydraulic cylinders. 

The ingots are taken from the casting pits or soaking 
pits to the blooming mill table by a Shaw electric crane 
of 20 tons capacity. 

The rollers of the blooming mill table are actuated by 
bevel gears mounted on a shaft connected to a small 
double reversible engine. All ‘“‘live’’ rollers in the tables 
throughout the mill are driven by steam in the same 
manner. The blooming mill is two-high, with 35-in. 
pinions, operated by a double reversible engine of Cor- 
liss type, with cylinders 36 in. X 48 in. 

After passing the blooming mill a 37-in. hydraulic 
shear cuts the metal into lengths convenient for the bar 
mill, where it is rolled into tin-plate bar (8 in. wide by 
¥ in. to % in. thick), or sheet-plate bar (Sin. x lg in. to 
3 in.). This mill is three-high, with 27-iv. rolls, having 
five passes, two below and three above the middle roll- 
It is driven by a 3,000 H. P. Corliss engine. When the 
mi'l is on tin-plate bar all passes are frequently filled at 
onetime. This is made possible by the special table 
designed by Mr. S. V. Huber, of Youngstown, O, 
The transfers in this table are operated by hydraulic 
power and transfer the bars from one pass to another by 
horizontal and vertical mevements. The bars are given 
a finished surface at the finishing rolls, which are oper- 
ated by a 1,000 H. P. Corliss engine, after which transfers 
slide the bars a few feet to a roll-table, which conveys 
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them to the shear, where they are cut into 30-ft. lengths. 
This shear is provided with a grip, in which the bar is 
caught, and pulled along until the proper length has 
been drawn through the shear. No hotorcold saws 
are used. 

** Ducks”’ attached to cables passing around winding 
drums vperated by a small double reversible engine 
+lide the bars out upon the hot-bed, where they first fall 
into a pocket or bar piler. The pile is then lifted out 
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by hydraulic transfer and shoved by the “ducks” further 
out upon the hot-bed, where the bars are left to cool. 
The electric plant delivering current to the charger, 
cranes and incandescent lamps consists of two 250-volt 
General Electric generators driven at 750 revolutions per 
minute; one generator being belted to a 15 H. P. 
horizontal engine built by the Southwark Foundry Co., 
speeded at 200, revolutions a minute ; the other gener- 
ator is belted to a 150 H. P. Westinghouse engine mak- 
ing 300 revolutions a minute. Either unit is sufficient 











for the present needs of the mill, one being held in 
reserve. 

Hydraulic power is furnished by two Worthington 
duplex pumps with water cylinders -7% in. diameter, 
steam cylinders 14 in. and 26 in. x 15-in. stroke, and one 
duplex pump built by the Wilson Snyder Manufacturing 
Co , of Pittsburgh, with 73-in. hydraulic cylinders, steam 
cylinders 14 in. and 26 in., stroke 24 in. Hydraulic press- 
ure of 500 lbs. per square inch is obtained. 

The boiler plant consists of four batteries of two 250 
H. P. Geary water-tube boilers and one battery of two 
250 Aultman & Taylor water-tube boilers, making a total 
of 2,500 H. P. 

The Shiffler Bridge Co., of Pittsburgh, was contractor 
for the buildings. Alex. Laughlin & Co., of Pittsburgh, 
furnished the open-hearth furnaces, soaking pits and 
producers. The blooming mill was built by Mackin- 
tosh, Hemphill & Co.: the other mills and tables by The 
Lloyd-Booth Co., of Youngstown, O. The Corliss en- 
gines were made by The Allis Engine Co., of Milwaukee. 








Power-House Accident in Chicago. 

Anaccident occurred at the Throop street power-house 
of the Metropolitan West Side Elevated Railroad, Chi- 
cago, early Sunday morning, Dec. 26, which on account 
of peculiar circumstances caused much inconvenience, 
and badly disarranged the train service of that road 
although the actual damage done to the machinery was 
trifling. The factsas here given were obtained direct. 
from an official source. 

At the Throop street power-house are four compound 
condensing direct-connected Allis engines, which fur- 
nish current for the Metropolitan trains. Since the 
opening of the Union Loop, whereby about two miles of 
track was added and additional trains put on, this power 
plant has been taxed to its full capacity during the busy 
hours, although before'the loop was used there was suf- 
ficient reserve power. This condition will exist until 
the Union Loop power station is completed, which will 
furnish the current for the Loop tracks. 
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End and Side Elevation of 27-in. Mill—Buh! Steel Co. 








About a week before the accident above mentioned. a 
wedge under a main bearing of one of the engines had to 
be replaced. To do this it was necessary to take down the 
connecting rods and raise the engine shaft which carries 
the armature of the generator, thus making necessa1y 
the removal of many heavy parts. While the actual re- 
pairs made were small yet the engine, for the reasons 
named, was out of service about a week, during which 
time only three engines were available to furnish cur 
rent, and these were often overloaded. It was while 


this engine was being repaired that the accident 
occurred. 

Early Sunday morning there were two short circuits ° 
somewhere on. the road which rendered the circuit- 
breaker at the power-house inoperative, and before it 
was discovered that the circuit-breaker was out of order 
a third short circuit occurred. The failure of the circuit- 
breaker to act promptly overloaded the engines so that 
the jet condenser used could not properly ‘condense the 
exhaust steam. On top of the condenser is a small en- 
gine with a throttling ball-governor which drives a 
shaft to which the vacuum pump of the condenser is 
connected. The increase of pressure in the condenser 
caused a relief valve to open, which allowed a portion of 
the steam and water to escape, and some of this water, 
by wetting the governor belt of the small engine re- 
ferred to, caused the belt to slip off its pulley. This al- 
lowed the small engine to attain such a speed as to 
burst a heavy cast-iron fly-wheel about 4 ft. in diameter, 
which was fixed to its shaft. 

On account of the breaking of his flywheel the con- 
denser pump cannot be used, and likewise the condenser, 
until repairs are made. No damage of any consequence 
was done to the building or other machinery by the 
bursting of the fly-wheel. 

Until the repairs to the small condenser engine are 
made, which will require about three days, the three 
available engines will be worked as high-pressure en- 
gines without the condenser, but not being designed for 
such use only about one-half the power can be obtained, 
as when used in the usual manner. Because of this 
lack of power only a small number of trains can be run, 
and the metropolitan train service, as stated before, is 


‘badly disarranged at the present writing. It 1s stated 


that such an accident could hardly have oceurred un- 
der the usual working conditions, and was entirely due 
1o the peculiar circumstances mentioned. 








Statistics of the Railroads of the United States to 
June 30, 1896. 





The Statistician of the Interstate Comme rece Commis 


‘sion has issued advance copies of his ninth annual re- 


port, for the year ending June 30, 1896. This issue, in 
pamphlet form, contains all of the body of the report 
(120 pages), but not the bulky tables, showing statistics 
of individual roads, which make up the principal part 
of the bound volume. The principal totals and aver- 
ages of this report, with the same items for the two pre- 
ceding years are as below: 


















1896. 1895, 894. 
Miles of railroad completed....... 182,777 180,657 1, 788 
Increase in 12 months.............. 2,120 1,949 2,247 
a) a eer oe 240,129 236.894 233. 534 
Number = corporations pa oriintsinee ns 1,985 1,985 1,924 
n hands of receivers.. 151 169 192 
Mileage - 30,475 37,865 40,818 
Corporations operating over 1, 000 

MOB ccccnscicns ae 4 42 44 
Locomotives. 35,950 35,699 35,492 
Cars, passenger 33,003 33,112 33,018 

Ms freight.. .++- 1,221,887 1,196,119 = 1,205,169 

| ~ \ SRR Ee RAD nCrE 1.297,649 2,270,561 1,278,078 
Cara and engines with power 

NICER aco nok cen eueiascsesacass se 448,854 362,498 330,992 
Cars and anaes with enpneuel 

couplers.. s 545,583 408,856 357,621 
Employees 8 26, 620 785,U34 779,608 
Kmployees per 100 miles of line.. ‘454 441 444 
Employees in M. W. department. 134 128 3 
Employees maint. equipment..... 92 88 - &6 
Capital stock, common, ee Meck: ~ . $4,201.7 $4, 103.6 

preferred, 759.6 730.5 

a “total, ot * Ope sag 96, ; 4,961 3 4,834.1 

Funded debt, MATNONS* cts aene 5,340.3 5,385.5 5,356.6 

Current liabilities, millions. ..... .....- 616.8 605.8 
= stock and fund’d debt, mill- 

bie piclaieis afistoina a ea teeleminie ail waee 10,566.9 10,346.8  10,199.7 
Total stock and funded debt, per 

THUS OF CORE en ciccivenescasiosicsaiacs 59,610.0 SBGIIO —dcceses 
Dividends paid, millions......... 87.6 83.3 95.5 
Percentage of stock receiving no 

NWI OUO Bo ycix cnsecsisicasiicences sis 70.0 70.0 63.4 
Percentage of bonds receiving no 

=  PEROBUING vies cee osis9c(csaeeh sina 16.3 13.4 14.2 
Average dividend on dividend- ; on i 
Paige BEG os scisideic.ciscise sianaiticnisie 5.6 5.7 5.4 

ross earnings, year, passenger, 

WUNIONS 5.5 > cscacisendesecesencess $266.6 $252.2 $285.3 
Gross earnings, year,'freight, mill- 

RMIBE apa aint arcs eecicnsiptasiena snes 786.6 73°.0 699.5 
Gross earn., year, total, millions.. 1,150.2 1,075.4 1,073,4 
Operating expenses, millions. . aie 773.0 725, 731. 
Per cent. of expen. to earnings.. 67.20 67.4 68.14 
Net earnings, millions $377.2 $319.7 $342.0 
Other income, 129.0 132.4 142.8 
Fixed charges,etc. ‘‘ 416.6 426.0 429.0 
Net, available for divid.. millions. 89.6 56. 55.8 
Gross earnings per mile ‘of road.. $5,320 $6,050 $5,109 
Passengers carried, millions...... 511.8 507.4 540.7 

one mile, mill- 
PE ee ee 13,049.0 12,188.4 14,289.4 
Freighi carried, million tons..... 765.9 696. 638.2 
one mile, million 

POTN aaiccactcccnc. seach eon enaneeenes 95,328.4 85,227.5 80,335.1 
Average passengers ‘in train ; 39 38 34 

hd journey, miles............ 25.5 24.0 26.4 
ae eee freight train load, ions. 198.8 189.7 179.8 
Passenger train mileage, millions. 332.9 317.6 326.5 
Freight 0 479.5 419.3 446.8 
Revenue per passenger per mile, 

ce ere iG alee aintein aisle auaiveciels 2.02 2.04 1.99 

Revenue per ton per mile, mills. . 8.06 8.39 8.€0 

pass’ger train mile.. $0.99 $0.98 $1.5 

as “ freig -_ Ae Ry = cae 
Em lo; ees killed. aerpnivestinn es : 2 482 

re ee, 29,068 25,68 25,429 
Passen ers KilleG........ see.es sees 32 

° EB IMEOU cs 5 seer onsets 2,873 2,375 3,034 


It will be observed that the operated mileage of rail- 
roads differs from the total length of railroads. This is 
due to the use of sections of road by the trains of two or 
more companies and, apparently, to the failure of some 
roads to report. The operated mileage for 1896 is 181,983; 
the number of miles operated under trackage rights is 
4,718, which, daducted from the totai, leaves the net 
mileage operated 177,265, which is 5,512 miles less than 
the total length of road reported (182,777). 

The summaries in the report are given in great detail: 
nearly allof them for each of the well-kncwn 10 geo- 
graphical groups. The statement showing the number 
of cars equipped with automatic couplers gives the 
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names of all such couplers in use, and these statistics 
are given foreach make of coupler for eight years, en- 
abling the reader to note the progress of each kind. 

The number of employeesshown in this report, 826,620, 
is more than in 1892, though the number per 100 miles 
of line (454) is 52 less than in that year. 

It will be observed that the statement of capital in 
this report does not include current liabilities. This 
item is omitted at the request af the Executive Com- 
mittee of the Association of American Railway Ac- 
courting Officers. 

It will be noted that while capital stock has increased 
during the year: by over 265 millions, funded debt has 
decreased about 45 millious. A part of the decrease in 
debt is due to the fact that the Long Island Railroad is 
not included in the report this year; but, aside from 
this, the change in the ratio of stock to debt is marked. 
and Mr. Adams calls attention to the fact, which, he 
says, is explained by the financial difficulties which 


Commission has been rendered unusually difficult by 
the imperfect reports of roads in the hands of receivers; 
so much so, indeed, that the propriety of special receiver- 
ship reports has been considered. The difficulty arises 
from the fact that auditors in the employ of receivers 
are not officially in possession of the information needed 
for a complete report. In the adjustment of the capital 
accounts of roads under the custodianship of the courts 
the purpose has been to continue the stock and bond 
statements as they appeared before the date of receiver- 
ship until the date of reorganization, in order that a 
comparison of the balance sheets might indicate the 
result of reorganization in case a reorganization was 
effected. This, however, it has not always been possible 
to accomplish. 








Two Recent Baldwin Locomotives. 


The engravings which appear herewith are from 


Firebox, length... .ccccerccccvcecesesecens auawede acseds acceuct au 
Firebox, width........ aaddeceacs dedeqndes. ecedacde 0. «<coenacetaee 
Heating surface, F. B..........++++- eagdasaes gedaeseedads 92 sq. ft. 
Heating surface, tubes.........c0ee cece eee eee cease +++.1,018 aq. ft. 
Heating surface, total........scceeceeeceeee seeee ecccbeha iy eee 
Truck wheels, GiamMeter....... cc-cccccee-scscssccce coves: in. 
Truck journald.........seeeeeeeeees caaweudaaascdadaness 4in. X Gin. 
Driving axle journals... .......cccccccccsccsecceces 614 in. X 8 in. 
Tender Capacity.......c.ccecccees cere ceersereeees 2,000 S. galls, 
Tender wheels, diameter.........-ceeeeese+ se seeeee eesees 2846 in, 
Tender journals.........- + scddadddaradeataadadasens 344 in X 7in 


Boiler material,’steel, ;% in. thick. All longitudinal seams 
butt jointed, with double covering strips. Fuel, chiefly wood. 
Working pressure, 160 lbs. Firebox of copper, with copper 
staybolts. Automatic vacuum brake on driving and tender 
wheels, also hand screw brake. Le Chatelier brake valve on 
line of lower gage cock. Magnesia sectional lagging. Nathan 
sight feed lubricators. United States metallic packing on 
piston rods and valve stems. Two Seliers injectors. 








Suspended or Supported Joints. 





What follows is a part. of a letter from Mr. C. P, Sand- 
berg, published in Engineering (London) of Dec. 3: 

It is now about 30 years ago since the suspended rail- 

joint was introduced. Dur- 

ing these 30 years I have 








done my share to improve 
the suspended rail-joint by 
adopting angularand deep 
fishplates,so as to give the 
rail-joint the same stiffness 
as the solid rail. Since then 
it has been found that the 
supports were to be more 
relied upon to keep the 
joints up than any design of 
fishplates, so the joint sieep- 
ers have been brought to- 
gether more and more, now 
only leaving the space abso- 
lutely necessary for packing. 
Thus I have pina at the 
so-called Goliath joint. This 
was applied to my 100-lb. 
rail, which has now been 
seven yearsin servicein St. 
Clair’s tunnel, Canada,with 
good results. It has also 
been down on the Furness 
Railway for seven years, 
near lsarrow, for trial in 
comparison with the Eng- 











Vauclain Compound Locomotive for the Canadian Pacific. 


certain large roads have suffered. During the year 
there has been a decrease in mortgage bonds of $123, 
883,485, while during the same period there has been an 
increase in income bonds of $71,822,751. In this coanec- 
tion a table is given showing the stock and the debt per 
mile of line in the different groups for the two years 
1895 and 1896, 

A table showing the amount of stocks and bunds owned 
by railroad corporations (and the amounts not thus 
owned) is given for eight years; this, with a table of ex- 
penditures, separating those of operating companies 
from those of companies operated by other companies, 
throws some light on the extent to which the financial 
statistics in the report are duplicated. 

It will be seen that the net income, $89,631,926, is about 
two millions greater than the total amount of dividends 
declared, whereas in the preceding year there was a 
deficit of nearly 30 millions. 

The revenue per ton mile has steadily increased since 
1890, the figures for the successive years being, in mills, 
9.41, 8.95, 8.98, 8.78, 8.69, 8.39, 8.06, while the average 
freignt-train load has in- 


Photographs of two locomotives recently built by the 
Baldwin Locomotive Works. One of them is one of 
thirteen Vauclain compounds lately delivered to the 
Canadian Pacific. The other is a 12-wheel freight loco- 
motive, simple, for Millars’, Karri & Jarrah Forests, 
Limited, of Western Australia. The principal dimen- 
sions and other particulars of these locemctives appear 
i: the tables below. 


VAUCLAIN COMPOUND LOCOMOTIVES—CANADIAN PACIFIC. 


CGO aoc caccccanccancdeus ccoucauidien ciassaedvaadees es 4 ft. 8%in. 
Cylinders, high pressure........... ......-- ... 13%in. X 2410. 
bs low pressure............. < ttanwndeweds 23 in. X 24in. 
RUN oid c cscs adduaercsedetGheauduoatades desis ccadeunende 62 in. 
ROUME NOON HONG | cacecsccccdccdeeydeesdcisnens suede: 23 11.11% in. 
RUPE CII WROGE CONG Scicaces. coc cep vepeciacdescvecceacsees 13 ft. din. 
WHis BOs kcascerccesecoceecs iy Meeunaanwaats 127,140 lbs, 
iy GURNEE ive dacdsccdcwcctccscetsavcede wonsceus 95.¢90 lbs, 
WG CMEINMUGR CSc ccaccagaccs | deducadssccssice  cadvusucpans 56 in. 
ROOM gC ice cicg a0 i500 dedsecadasnddocses wwe wauaddodded 223 
PRY ONT ONIN cde, cacacaiscddaesddaueeice. - sdvaagacae 2in. 
Length of tubes....... Mh [Segocdwaswusdes )icumuaeaeee 12 fc. 75g in. 
IPMN NOOO Tia s cascade se cdduavedqueccatcdusde: seccaedues £616 in. 
se Wilds decades: Mddacsechateds ajc ctadadgucaudanen 42% in. 
"EPUGH, WOCCIB, GIAMIOLER 5. <occ cece cece scnsccscces wa . 28 in. 
VS UES dni da'e Necacaaecdcage adacdedeacduns 5in. X 8 in. 
BSE Uiligs RIG SOME indic ces vecenn eydscuesssccccens 8in. x 8% ins 


lish type of road, where it 

may now be seen giving 

satisfactory results. Last 

year this rail-joint was 
adopted on the Swedish state line for my 90 ib. rail. 
It gives the best line for the least money compared 
with the main lines in Europe, and it may thus be 
taken for the best type of the suspended joint. The 
larger bearing surfaces which my new rail sections offer 
have been of material advantage in supporting the joint, 
but although it carries tne same load in testing as the 
solid rail, good ballasting is requiredto give good results. 
The use of coarse stone ballast has proved to be the best 
means of keeping the joint up, but it is very expensive, 
and in some localities it is almost impossible to obtain. 

It is therefore important to find a design of joint, 
whether supported or suspended, that will give the best 
road with ordinary ballast and maintenance. I have 
designed a three-sleeper supported rail-joint, with angu- 
lar fishplates for the same rail as the Goliath suspended 
joint. The weight of the fishplates for both joints is 
about the same, but the fishplates for the Goliath joint 
have spike holes and direct bearing on the sleeper, 
while for the supported joint they have slots to prevent 
creeping of the rails. 

To prevent the flattening of the rail ends, the steel has 
been lately increased in hardness by chemical composi- 
tion, particularly by carbon; but the International Rail- 
way Congress, held in London. 1595, refused to confirm 
a former .resolution to the effect that a harder steel 
nould be recommended. On the contrary, the majority 





creased from 175 tons in 
1890 to 199 tons in 1896. 
The revenue per train mile 
during these seven years 
has remained substanti- 
ally stationary. Omitting 
1894, when it was $1.56, 
the average is $1.64, and 
none of the years varies 
from this more than about’ 
one or two cents. 

The number of passen 
gers killed during the year 
as compared with the total 
number carried was 1 in 
2,827,474, and as compared 
with the number carried 
one mile, 1 in 72,093,963. 
In Group I (the New 
England states) this ratio 
is only about one-half as 
large, or 1 to 139,050,858. 








The number of em 
ployees killed in coupling 
accidents in the year now 
reported was 229 and of 
injured 8,457; for 1895 the figures were 291 and 8,137; for 
1894 they were 251 and 7,240. 


Among the statistics not shown in the foregoing 
three-year table, but which are summarized at length in 
the report, are: the average number of engines and cars 
per 100 miles of road, per million passengers and per 
million tons of freight carried: the passenger miles per 
locomotive, ton miles per locomotive, etc.; the number 
of employees per 100 miles of line, for each of 18 
classes, according to occupation; average daily compen- 
sation of employees, classified as before, and for five 
years; the total amounts paid to these various classes, for 
two years; classification of stocks by rate of dividends 
and of bonds by rate of interest. Of the income bonds 


reported (over 350 millions) 88 per cent. received no in- 
terest. 
Statistician Adams says that the statistical work of the 
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Baldwin 12-Wneeler for Western Australia. 


TOUGGE CAPAC G2. «<5 <55c45.2 6000 < canescens 3,200 Imperial galls: 
bis WHREGED: GRATNONGU 5c oo cascedesgn cs nscndcccccacaxstenas 33 in- 
bas JOUNMEINE ve cacdc. sacew cccaccenas waddaadddes 444 in. X 8 in» 


Westinghouse American Outside Equalized Air Brake on 
alldriving and tender wheels, with 9%in, air pump. Boiler 
material, steel, {j and 34 in. thick. All longitudinal seams 
butt jointed with double coveriog strips. Working pressure, 
200 lbs. per square inch. Magnesia sectional boiler lagging. 
Nathan sight feed lubricators. United Siates Metallic pack- 
ing on piston rods and valve stems. Two Gresham automatic 
restarting injectors, 


BALDWIN 12-WHEELER FOR WESTERN AUSTRALIA, 


CU so sous canes toa sedancccdcudadetestudaiaas 
CNN Saannecaccevaseece ; 
BNE cespevexkcodas 

Total wheel base.. 
Driving wheel base.. 
Weight, total.......... = 
Weight on drivers......... aa 

Bosler, GismMGter. ... i .ccccccccsenses os 
WG OULGUE a cincanee ces cddeddedeuxs aban decKs 


Qin. 
Length of tubes............ ceceseseveeeesesere wees -..-10 ft. 3 in, 






stated that the question is not sufficiently matured, and 
the English engineers particularly were in favor of a rail 
steel of medium hardness. 


Bearing in mind that the harder the rail the more it is 
apt to break in many pieces when weakened by long 
service, it would be a dangerous practice to resort to ex- 
cessive hardness, particularly in countries with cold 
climates. The slight gain in oardness between .45 and 
.55 per cent. carbon is more than balanced by the greater 
risk of tracture, and such means should only be resorted 
to with great caution, and after all has been doue in the 
direction of improved joints, best ballast obtainable, and 
the most careful maintenance. 


The supported rail-joint has now a greater chance in 
competition with the suspended one than 30 years age, 
for not only is it supported by three sleepers instead of 
one, but both fishplates and rails can be rolled with flat- 
ter and sharper bearing surfaces than formerly, which 
is of great service in boleing up the joint. if the designer 
of the rail sections has taken advantage of this progress 
in rolling steel. 
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Even in England the supported joint is gaining 
ground, and several railways are trying it: for instance, 
the London & North Western are trying Webb’s patent 
chair. The London, Chatham & Dover Railway 
adopted joint chairs some time ago, and they are now 
generally used on their system and give satisfactory 
results. 

Regarding the increased weight of rails, it is no doubt 
very good also for the joint, but it is not sufficient to in- 
crease the weight aione; the material must also be dis- 
tributed in a good rail section for fishing. ‘fhis is often 
overlooked, and the expected advantages of a heavier 
rail are not then realized. 

At the last International Congress it was decided that 
where express trains were run with a speed of 50 miles 
or more per hour, the weight of the rails should be 80 
lbs. or more per yard. When I, in 1886, suggested my 
100 lbs. per yard section to the Belgian State Railways, 
I was considered extravagant. The three largest rail- 
ways in England have now increased the weight of their 
rails to 100 lbs., or to 103 Ibs., besides having a chair 
weighing about 50 1lbs., which should improve the joint 
in proportion. 








The Hoadley-Knight Compressed Air Motors. 


The development of compressed air motors in this 
country has not been at a standstill during the past few 
months, although the subject has not attracted the gen- 
eral interest or been as freely discussed as it was about 
ayearago. The satisfactory results of efficiency and 
economy compared with European air motors which have 
been obtained the past year in New York have caused 
on the one hand an over-estimation of the possibilities of 





electricity. Within three yearstwo men, Messrs. Joseph 
Hoadley and Walter H. Knight, both experienced in the 
problems of traction, have attacked the question of the 
most advantageous manner of applying the power, with 
the result that for a year and three months cars of the 
type here described have been in successful operation. 
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air passes into the high-pressure cylinder hot water 
is injected into the heated air, the effect of which will 
be corsidered later in connection with an explanation of 
the diagram Fig. 9. After leaving the high-pressure 
cylinder, the air is again warmed by causing it to flow 
through pipes in the hot water heater, and again hot 


























Fig. 5.—Section and Elevation of Oil 


The weight of the cars does not vary widely from the 
weight of electric cars, as may be seen from the follow- 
ing figures which give the approximate weights of the 
different parts: 


6,500 Its. 
4.500 ** 







Motors (two)....... 
Heater (empty).... 
Controlling apparatus and appurtenat ces 
PU cavoukcnskohexasenasenceser Cpesauee, eeasuiasueees 150 


-18,650 “* 


aw 


Fig. 1.—Hoadley-Knight Compressed Air Motor Truck. 


compressed air for this service and on the other many 
unjust criticisms by advocates of other motive powers. 
While it is not held that compressed air is a competitor 
of the overhead trolley, yet it issafe to assume, from 
what has been learned from actual operation, com- 
pressed air should find a field of its own, and be as eco- 
nomical, all things considered, as electricity. The large 
amount of money already expended isa proof that capi- 
talists have considered the question seriously, and the 
importance would be immediately understood if such 
cities as Philadelphia or Boston should order the 
trolley wires to be removed. Were it not for the cost of 
the conduit, experiments with any other form of power 
than electricity would be wor-e than useless from an 
economical point of view. 

From the foregoing statements it must not be assumed 
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somewhat according to the service required. The details 
of the construction may be followed from the following 
description: 

Fig. 1 shows an engraving of a truck of one of the 
cars which has been in actual operation. The parts 
have been so far removed as to show the general plan 
of the compact arrangement of the cylinders, the moving 
parts and the re-heater. The flow of the air from the time 
it leaves the storage reservoir until it is exhausted from 
the low-pressure cylinder can be easily followed by aid 
of the accompanying sectional views. In Fig. 2 the 
valve V admits the air to the storage reservoirs, which 
communicate with the combined throttle and reducing 
valve Rafter passing around the heater, £, for a few 
times. This heater contains hot water under a pressure 
of from 225 to 300 lbs. per square inch, which is heated 


F 





Fig. 3.—Plan and Side Elevation Showing Location of Reheater and Air 


that the compressed air car is perfected and that no 
difticulties will be encountered in its operation. On the 
contrary, the results already obtained, although speak- 
ing well for the advance in the field of traction, only 
show what the motor must overcome in order to be a 
worthy competitor from an operating point of view with 


by steam at the same time that the reservoirs are being 
filled at the charging station. The pressure being re- 


duced to, say, about 320 Ibs. per square inch, the air 
passes through a coiled pipe placed in the re-heater, 
which raises the temperature of the air, and thus 
increases greatly its capacity to do work. 


Before the 
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Chest, Showing Hackworth Valve Gear. 


water is sprayed intothe pipe containing the air before 
passing to the low-pressure cylinder. This process 
may be followed more closely from Fig. 3. Here it will 
be seen from the plan view that the pipes A and B 
which connect with the reservoir meet at C. These are 
stored at a pressure of from 2,000 to 2,400 lbs. through 
the valve D. The air passes around the hot water 
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Fig. 6.—End Elevation. 


heater E, after which it passes to the reducing valve F, 
through the reheater Fand to the working cylinder as 
previously described. The four storage reservoirs, 
which are placed under the body of the car, as seen 
in this figure, have been dispensed with in the cars now 
in operation, it having been found unnecessary to store 
more air than could be placed in the receivers under the 
car seats. The two cars now in service on the Metro- 
politan line in New York have a storage capacity of 
45 cu. ft. 

Fig. 4 shows the arrangement of the two high and the 
two low-pressure cylinders, the ironclad motor and the 
gearing used in changing the reciprocal into rotary mo. 
tion. Thecrank shaft from Hto His cast in one piece. 
From Figs. 4 and 4 it will be observed that all the mov- 
ing parts of the motors proper run in a cast-iron box or 


From Reservoirs 
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Fig. 2—Diagram Showing Flow of Air. 


casing, which is partially filled with oil, making it un- 
necessary to use any oil cups on any part of the machine. 
The machinery at the low-pressure end also runsina 
bath of oil, similar to that stown at the high-pressure 
end as O. N. P. The high-pressure cylinders are 4 in. in 
diameter and 6-in. stroke, and the low-pressure cylinders 
are § in. in diameter with the same stroke as the high- 
pressure cylinder. The pinion on the crank shaft is 9in, 
in diameter and meshes into a 23-in. gear wheel. In 

















Reservoirs 


order to examine any of the machinery in this chest, it 
is necessary to simply remove the large cover, which is 
held in position by a spring Z. The Hackworth valve 
gear, shown somewhat in detail, has given very satisfae- 
tory results, it being particularly adapted to this class of 
work. 
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Probably the most ingenious device in the motor is 
the combined throttle and reducing valve (R, Fig. 2), the 
details of which are given in Fig. 8. By means of these 
figures, together with the following explanation, the 
method of its operating may be understood: 

The power is controlled by a single handle from either 
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Fig. 8 —Combined Controlling and 
{Reducing Valve. 
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the valve, so that it can be left to the control of the dia- 
phram to which it is attached, and which, responding to 
the pressure in the receiver beyond the valve, serves to 
hold the receiver pressure at a fixed amount, an adjust- 
able spring tending always to force the valve open 
against the tendency of the diaphram to force the valve 
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Seale ofj absolute pressures, 1 . = 48) Ibs. 
** volumes, lin, = 4 cu. 

Comp essor. 
Araa* of lst stage diagran sq. in. 
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4.91 
Efficiency of engine = Pry 60.9 per cent. 


When clearance in high-pressure cyl. = 10 
per cent. = c. 

When elenrente in low-pressure cyl. = 6 
per cent. = c. 





* These areas are four times the actual areas 
of this diagram as here shown, the scale hav- 
ing been reduced 4 : 1, — 
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Compression of Air in Four Stages to 2,400 lbs. 


Me ~ 
ed 
Ecpansion from Reservoirs s Low-Pressure Exnuust 
4, cut-off. 


Fig. 9.—Diagrams Showing the Work of Compression ana Expansion—Hoadley-Knight Compressed Air Motor 


end of the car. A move- 
ment of the handle in one 
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direction starts the car for- 





ward with a force propor- 
tional to the distance the 
bandle is moved. A revers- 
ing movement of the handle 
stops the car, and a still 
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further reversing movement || 
reverses the motors. 

The controlling lever op- 
erates to open and close the 
throttle, and also to simul- 
taneously vary the reversing 
and cutoff mechanism. A 
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toggle lever arrangement | | I) st y 
connected with the controll- 
er mechanism operates on 
the reducing valve to force it 
to its seat at the same time as 

the distributing valves of | 





‘Son 
|S Rica tT 





the motors are placed in their a 
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mid-link position. A move- 
mentin either direction of 
the controller throws the 
oggle off center, and release 





Running on Level on 120th Street. 


Running on Manhattan Avenue, up 
3 per cent. Grade, 


Fig. 10.—Indicator Cards from High and Low Pressure Cylinders.; 


closed, as is customary in reducing valves. When 
the throttle valve opens and the receiver pressure at- 
tains a sufficient degree, an automatic valve influenced 
by this pressure opens a small aperture admitting 
the highly heated water from the heater to the pipe, 
immediately preceding the high-pressure motor, the 














keyed fo shaft here 





Fig 7,—Rear Elevation 


valve being closed again 
automatically by a spring 
when the receiver pressure 
falls, due to the closing of 
the throttle valve. A small 
air pipe from the receiver to 
the top of the hot water 
reservoir, provided with a 
check valve, serves to main. 
tain a pressure over the hot 
water always equal to the 
maximum receiver _ pres- 
sure, and sufficiently greater 
than the average receiver 
pressure to insurea proper 
discharge of the water. 
A hand valve in the same 
pipe as the automatic valve enables the amount 
of water used to be adjusted from time to time, or 
once and for ali, as circumstances may direct. 
The arrangemert as shown in Fig. 8 has been some- 
what modified, but the principle on which the valve acts 
is precisely the same. When the toggle lever is forced 
to one side the diaphram is free to control the pressure 
independent of the action of the throttle valve. With 
a little practice the motorman can regulate the amount 
of air admitted to the cylinders with considerable nicety, 
and as this is the only regulating valve controlled by the 
motorman, the car is always under his control. 


The question has been repeatedly raised as to the 
efficiency of the motor when the air is used in two cyl- 
inders, as in the Hoadley-Knight cars. The theoretical 
cards when the air is compressed in four stages to 
2,400 lbs. are given in Fig.9. The pressure at each 
stage is shown on the left-hand diagram. It will be 
noted that the compression takes place midway be- 
tween the isothermal and adiabatic. The area of 
these cards on the scale shown in the figure is 2.015 
sq. in., while the area of the cards of both high 
and low-pressure cylinders is 1.227, making the effi- 
ciency of the motor 60.9. It should be observed, 
however, that this is not the actual efficiency of the 
motor as a whole, there being certain losses not shown 
in this diagram, but which are known to exist, and as 
far as possible these are reduced toa minimum and the 
efficiency of the air from the time it leaves the reservoir 
at the higher pressure to the time it is exhausted at the 
lower pressure cylinder is very accurately known. 

It has been found in actual service that about 35 per 
cent. of the indicated power of the compressor is de- 
livered at the axle in driving the motor, and of the total 
amount stored, about one-half isactually available in the 
motors. Were it not for the reheater, this figure would 
be reduced by at least 50 per cent., and the cost of re- 
heating, from tests made on the Hardie motor, prove 
that it amountsto but about one-fifth of the cost of 
compressing the air. 

The high-pressure engine diagram in Fig. 9 shows 
very clearly the amount ef energy lost due to the reduc- 
tion of pressure. The air being stored at 2,400 lbs., it is 
reduced to about 320 lbs., and the area shown in heavy 
black (8725 sq. in ) represents the amount of work lost by 
wire drawing and to other causes during the reduction 
in pressure, and it is about 43 per cent. of the total area 
of the compressor cards. At point e, the air pressure 
is 3201lbs., the volume .473 cu. ft., and the temperature 
350 deg. F. Here the air expands and is heated and hot 
water is also added, making the volume V, increase to 
Vu, and the increase to V, represents the increase 
of work due to the reheating. Here it amounts to 71.5 
percent. The volume represented by the shaded area 
between V, and Vn represents the increased work due 
to the vapor which has been forced into the air, and 
which, it is believed, acts precisely the same as the steam 
in the cylinder, inasmuch as the pressure being reduced 
in the working cylinders, a part of the water is vapor- 
ized. This increase in the case before us is 22.6 per cent., 
making the total increase in volume 104.1 per cent. in 
the high pressure diagram. But from each of these 
figures should be deducted the clearance volume of 10 
per cent. 

In the low-pressure cylinder quite different conditions 
are found to exist, and the results show that the reheat- 
ing in this cylinder is very small compared to the gain 
due to reheating in the high-pressure cylinder. In this 
latter case the total increase in volume is 25.4 per cent,; 
the increase due to the reheating alone is but 9.8, while 
the increase due to the addition of the water is 16.2 per 
cent. Here again we have included the clearance 
volume, which in the low-pressure cylinder is 6 per cent, 

Fig. 10 shows two indicator cards plotted from dia- 
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grams taken while the car was in service. The one on 
the left, which was taken when the car was running on 
a level track, shows almost no work done by the air; 
while the one on the right, showing cards taken while 
the car was running on a three per cent. grade, better 
illustrate the conditions usually met with. Were the 
expansion nearly adiabatic, the work done by the low- 
pressure cylinder in this latter case would be almost 
nothing, and here it may be plainly seen that the re- 
heating relatively increases the work inthe lower pres- 
sure cylinder more than in the high, although the figures 
referred to inconnection with the diagram in Fig. 9 seem 
to indicate otherwise, the variation being due apparently 
to different ratios of expansion in the two cases. The 
work in the low-pressure cylinder would amount to 
very little were it not for the second reheating. The 
lost area between the cards has been reduced since those 
cards were taken by an enlargement of the pipe which 
leads the air from the high to the low-pressure cyiinder. 

The amount of free air required to propel a 34-ft. car 
weighing 18,000 lbs. has been determined with consid- 
erable accuracy and is found to be from 30 to 40 Ibs. 

The cost of compressing is also accurately known, 
which, with the reheating and maintenance of the 
motor, amounts to 2.9 cents per car-mile when used in 
the manner indicated in this description. The cost is 
divided as follows: About 11 lbs. of air can be com- 
pressed to 2,000 Ibs. to a square inch per horse-power 
hour, and the cars require therefore an average of about 
314 horse-power hours per car mile. It costs about 14 
cent for each horse-power hour, making this item 1.75 
cents. The hot water for reheating is figured at .15 
cent and the maintenance of the motor at 1 cent, 
making the total as previously given 2.9 cents. This 
compares favorably with the average cost of motor 
power on 19 electric roads in Connecticut in 1896, each 
of which carried over 1,000,C00 passengers during that 
year. This amounted to 2.56 cents per car mile (exclu- 
sive of maintenance) and the per cent. of operating ex- 
penses to gross receipts was 69.6 per cent. The cost of 
motive power by the electric conduit roads in New York 
City is considerably lower than this amount, and the 
same may be said of the motive power item of operat- 
ing expenses in Brooklyn. 

The company has made considerable progress in the 
development of strong, light and safe steel flasks for 
the air reservoirs. After trying all the different makes 
of air flasks, both from this country and abroad, it in- 
stituted a series of very elaborate and expensive experi- 
ments, with a view of increasing both the ultimate 
strength and the elongation of the metal. Other experi- 
ments with nickel steel have shown that flasks can be 
made with 120,000 lbs, tensile strength and 30 to 40 per 
cent, elongation; such flasks require 13,000 lbs. per 
square inch to rupture them, but when ruptured with 
air at this pressure they remain in one piece. They hope 
to be able to reduce the weight of the flask to 50 lbs. per 
cubic foot, while maintaining a factor of safety of three, 
and it is claimed that the experiments already made 
show that such a result can be easily obtained. 








80,000 Lbs. Capacity Coal Cars—Chicago & Eastern 


Iinois Railroad. 





As noted in our issue of Dec. 17, the Chicago & East- 
ern Illinois has ordered coal cars of 80,000 lbs. capacity 
from the Haskell & Barker Car Co., to be built accord- 
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Fig 1.—Half End Views—80,000 Lbs. Coa! Car. 


ing to specifications and drawings prepared by Mr. T, A. 
Lawes, Superintendent of Motive Power and Equip- 
ment. 

These cars have a capacity of 1,176 cu. ft. when loaded 
level with top of the sides. They are 36 ft. over end 
sills and 35 ft. 7! in. long inside measurement; the in- 
side width is 9 ft. d4in., and the sides are 3 ft. 61g in. 
high, measured from the floor line. The comparatively 
low sides are obtained by placing the stakes inside the 
sideboards, thus increasing the width of the coal space . 
at the ends of the cars the stakes are onthe outside 
The lower ends of the stakes are secured to the side and 
end sills by means of 8 in. U-bolts and %-in. carriage 
bolts. 

Fig. 1 shows half views of either end of one of the 
cars, Fig. 2a plan of the underframe and floor and Fig. 
3 shows sections at the body bolsters and needle beams. 
From these illustrations it will be seen that the longi- 
tudinal sills, namely, the side, center and two inter- 
mediate sills, on either side of the center, are all of 
Southern pine 5 in. wide x 10 in. deep, the end sills 9 in. 


x 118% in., the draft timbers 5 in. x 6 in., and the needle 
beams 4 in. x 10in. are of oak. The flooring, 15% in. x 6 
in., and the sideboards, 2 in. x 1014 in., areSouthern yel- 
low pine. Tower couplers are used. 
The body bolster, shown in Fig. 3, is built up of 
straight steel top plate 34 in. x 10 in. and a lower plate 
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Fig. 2.—Plan Showing Underframe and Floor—80,000 
Lbs Coal Car 


% in. x 10 in., so as to form a truss 6 in. deep at the cen- 
ter; the truss is strengthened by malleable iron castings 
placed between and riveted tothe top and bottom mem- 
bers. 

Fig. 4 shows the style of truck used, which is now 
being introduced_by the Haskell & Barker Car Co. The 
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Fig. 3.—80,000 Lbs, Coal Car—C & E.1.R.R. 


usual arch bar diamond frame is used in connection 
with a bolster built up of top and bottom steel plates, 
between which are malleable iron filling pieces; the 
upper plate is % in, x 1l in. and the lower plate % in x 
11 in. A steel channel is used in place of the usual spring 
plank and the springs support the ends of the truck 
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Fig. 4,—Metal Truck—80,000 Lbs Coal Car. 





bolster. Steel axles are used and the cars are equipped 
with Westinghouse air-brakes, 

We are.indebted to Mr. Lawes for the drawings and 
specifications of these cars. 








An English Observer on American Fast Trains. 





What follows isthe principal part of a letter from 
Mr. Acworth to the editor of The Engineer, London: 
“Having lately returned from a visit to the United 
States, during which I traveled upward of 1,000 miles 
on the enyines of their crack expresses, I should like to 
say a few words on the question of American railway 
speeds. . First, as to the ‘Atlantic City Flyer.’ 
You state categorically that you believe the record you 
have published to be fallacious. Now I am quite aware 
that American railway men have, in some instances, al- 
lowed records to go out, apparently with their endorse- 
ment, which yet could not stand investigation; but I 
have no doubt whatever that the Atlantic City perform- 
ances have, as a whole, been accurately reported, though 
doubtless the accuracy of the intermediate times is not 
exactly what we might have looked for. For not only 
have the Philadelphia & Reading officials‘and the Bald- 
win Locomotive Company made themselves responsible 
for them, and this, not for one month’s running only, 
but for two months; but farther, Mr. Voorhees, First 
Vice-President of the Reading, has publicly compli- 
mented the ‘engineer’ of the train on his record perform- 
ance. Now, considering that probably at least 10,C00 
passengers, first and last, traveled by the train, and 
that its origin was due to a disagreement with the com- 
peting Pennsylvania Railroad, is it reasonable to sup- 
pose that the record, if inaccurate, would have remained 
entirely unchallenged, as to the best of my belief it has, 
in fact,done’? Further, the same company has been 
running for some time past, andis still ranning, a train 
booked to cover the 5514 milesin 55 minutes, and this 
train is not only heavier, but uses ordinary instead of 
picked coal, And that this train, the 4 p. m., ex Phila- 
delphia, keeps time with consummate ease I can testify 
from personal experience. 

“For, having gone to Philadelphia on Sept. 9, in order 
to travel on the ‘Fiyer,’ and having found to my disap- 
pointment that it had ceased to run two orthree days 
previously, I went down on the date mentioned by the 
4 p.m. Here are the timestaken by me with a split- 
seconds stop-watch for every mile from start to stop. I 
may say that, for convenience of record, I wrote down 
the nearest whole second, though my watch registered 
fifths of seconds. Butthe total time, from the moment 
the wheels began to turn till they ceased to move, is ab- 
solutely exact. Further, in some cases, owing to pass- 
ing trains or some other accidental causes, I missed a 


ost, and in those cases I have bracketed that mile and 
the next together: 


Miles. 


0 
92 a1 51 40 51 
71 22 50 41 52 
64 33 53 42 51 
65 24 50 3 54 
oo ou x 
9 26 53 is} 1s 
57 27 53 46 51 
53 28 5L 47 51 
po 29 48 48 52 
s 30 48 49 52 
59 31 5: 53 
52 32 49 51 5) 
54 33 48 52 48 
31 51 53 
59 35 a of 53 
d 36 5 
115 37 50 stops 204 


52 38 48 
Total time 3,210 seconds = 534% minutes for 5544 miles. 


“It will be seen that from the fifth to the fifty-fourth mile- 
posts the speed only varied between 60 and 75 miles an hour. 
1t will be noted also hat the last dozen miles or so, which are 
slightly down hill, are slower than the middle of the run— 
proof sufficient surely that the engine was running within 
herself, 21 least when coupled with the fact that we were on 
arrival 2 min.in front oftime. ... 

“A week or two later I traveled on the Empire State 
Express of the New York Central. The load was 178 
tons—English—behind the tender. From Syracuse to 
Rochester, 8014 miles, we ran in 80 minutes; from Roch- 
ester to Buffalo, 68 miles, we took 72 minutes, spite of a 
dead slow over a bridge that was being slewed. and three 
miles at half-speed through the streets of Buffalo. Here 
is a record of the seconds taken for 18 consecutive miles 
with this train—51, 49, 48, 48, 47, 46, 46, 47, 47, 46, 46, 92— 
two miles—46, 46, 48, 45, 47. 

‘Here is another record, this time from the ‘Black 
Diamond’ Express of the Lehigh Valley Company. 
Load 165 tons—English—behind the tender; Geneva 
to Sayre, 731¢ miles in 74 minutes; Easton to Jersey 
City, 76 miles in 79 minutes, with two regular station 
stops at South Plainfield and Newark, included. And 
these, be it observed, are not special racing trains, but 
ordinary every-day expresses which run all the year 
round, and, what is more, keep time like a clock. 

‘* Whether the best English expresses ought to be as 
fast as the best American isa question we need not dis- 
cuss. That, in fact, they are not as fast seems to me 
proved to demonstration. It is, therefore, I submit, not 
reasonable to say that American records are fallacious, 
— there are no English records tp match 

PIS. <6 ace 

‘ But, assuming American engines to make faster 
times than ours, ‘Why,’ you ask ‘do they doit ” May I 
suggest, from a layman’s point of view, some portion, at 
least, of the answer? That the American locomotive is 
in some respects noe as a vehicle | know, from the 
very practical test that it is possible,on an American 
engine, to write legible notes when traveling at 70 miles 
an hour and upward. Onan English ‘= so far as 
my experience goes, this is not possible. ow mueh of 
the difference is due to the higher center of gravity in 
America, how much to the greater flexibility given by 
the bar frames and equalizing levers, or, again, to the 
superior elasticity of their chairless permanent way, I 
will not attempt to say. Qua motor, the American lo- 
comotive has the advantage that its much greater adhes- 
ive weigi t and tractive force enable it to accelerate its 
train much quicker. In other words, for a given weight 
to be hauled at a given speed, American practice pro- 
vides a much greater reserve of power than Eng)lish. 
Further, there is no doubt that American engines, ex- 
travagant fuel consumers though they doubtless are, 
can, with their huge grates, large heating surface and 
sharp draft, make steam more treely than ours. This 
must mean that they can fill and empty their cylinders 
without running short of steam faster than English en- 
gines could dc. 

“As far as I have seen, the maximum American and the 
maximum English speeds are very much the same. But 
in England seventy-five miles an hour and upward im- 
plies running down a bank, with steam quite or all but 
shut off; in America that speed is made with steam on— 
in other words, on a level or something very like it. 
Ten years ago Mr. Rous-Marten wrote that the ideal 
English locomotive woul! haul 150 tons on the level at 
60 miles anxjhour. Thatideal had hardly been attained 
then—it has been attained and passed now, But1do 
not think it will be claimed for any locomotive at pre- 
sent running in this country that it can maintain 70 miles 
an hour with 200 tons behind it on a dead Jevel, and 
there are,I believe, a good many different types of en- 
gines which can do this in the States.” 











The Peerless Hose Nipple Cap. 





The simple but ingenious little device shown in the 
engravings was invented by Mr. C. H. Dale, President 
of The Peerless Rubber Mfg. Co. In investigating the 
cause of failure of air brake hose it was ascertained that 
about 90 per cent. of the hose of all makes failed at the 
end of the iron nipple connecting the hose to the train 
pipe. Mr. Dale has been working for five or six years to 
overcome this and finally struck the idea of a cap for 
the nipple, and has been several years perfecting the de- 
vice, as it was a more delicate job than would appear on 
the face of it, without making a change in either the 
nipple or hose. 

The tests show that hose on an iron nipple covered 
with this rubber nipple cap will outwear by from 45to 
55 per cent. the hose thatis coupled on the iron nipple, 
owing to the friction being rubber in both hose and 
nipple as against the rubber lining of the hose and the 
end of the iron nipple. 

The mechanical motion is what has ruined the hose 
by coming-in contact with the harsh end of the iron 
nipple, but with this soft cushion at the end of the 
nipple the aforesaid objectionable features are overcome. 
In addition to this it makes a very tight packing for the 
joint. However, nothing is claimed for the packing 
portion of it, it is simply for the frictional contact that 
prolongs the life of any hose from 45 per cent. to 55 per 
cent. ‘ 

The material is sold by the gross, and the patentee 
says it will increase the life of any hose. The Peerless 
Co. has the sole license to manufacture this cap in 
the United States. The nipple is covered by broad 
patents in the United States, Canada and Europe. The 
cost of these nipples is about 10 cents each. 
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The directions for use are simple simply place the cap 
on the end of the nipple or coupling, then cover the nip- 
ple with cement, and put the hose on as usual, either by 
hand or machinery. There is no more resistance than 
ordinary if the nipple is coated with rubber cement. 
This device in no way obstructs the flow of air. 








Train Accidents in the United States in November. 


COLLISIONS. 
REAR, 


2d,la. m.,on Pittsburgh, Fort Wayne & Chicago, 
near Baden, Pa., a passenger train broke in two, in front 
of the second car from the rear end. The foremost part 
of the train was soon afterward stopped and the rear 
portion ran into it, doing considerable dumage to four 
cars. The two cars which broke loose were a track in- 
spection car and a car woe fon the baggage of a theater 
company. It issaid that these cars had no air brakes 
and no automatic couplers. A brakeman riding in the 
theatrical car was badly injured. 
4th, 2a. m.,on Lake Shore & Michigan Southern, at 
Ashtabula, O.,a freight train stopped at the crossing of 
the New York, Chicago & St. Louis and was run into by 
a cree fed freight. The conductor jumped off and was 
injured. 
4th, on Baltimore & Obio, near Fayette, Pa., a freight 
train which had become uncontrollable on a descending 
grade ran into the rear of a preceding freight, wrecking 
18 cars. The engineman jumped off and was injured. 
8th, on Duluth, South Shore & Atlantic, near Cham- 
pion, Mich., a passenger train ran into the rear of a pre- 
ceding freight, badly dam- 
aging several cars. The en- 
gineman was badly injured. 
8th, on Nashville, Chatta- 
nooga & St. Louis, near 
Cowan, Tenn., a freight 
train brokein two and the 
rear portion afterward ran 
into the forward one, wreck- 
ing 6 cars. ‘The conauctor 
was injured. 
12th, 2 a. m. on Pennsyl- 
vania road, at Manor, Pa., 
a freight train ran into the 
rear of a preceding freight 
which had an engine at each 
end, making a bad wreck, 
blocking all of the main 
tracks. Two trainmen were 
injured, 
13th, 11 p. m., on Toledo, 
St Louis & Kansas City, 
near Veedersburg, Ind., a 
freight train broke in two 
and the rear portion after- 
ward ran into the forward 
one, derailing 11 cars, which 
fell into the ditch. One of 
the cars, which contained 
matches, took fire and with 
four others was burned up. 
15th, on Lehigh Valley, at 
Lansdown, N.J., a freight 
train approaching the sta- 
tion at uncontrollable speed 
on a descending grade ran 
into the rear of a preceding 
milk train switching at the 
station, pushing the milk 
train violently forward. The 
engineman and firemat of 
this train had jumped off 
from the engine, and, the 
throttle being opened by 
the shock, the engine ran 
2 Port Reading, 16 miles, 
uncontrolled, and was finally derailed there, an order 
having been sent by telegraph. 
2ist, on Boston & Albany, near West Pittsfield, Mass., 
an empty engine ran into the rear of a preceding freight 
which had been stopped in consequence of the breakage 
of-a coupling, and the caboose was wrecked. The con- 
ductor was injured. 
23d, on Buffalo, Rochester & Pittsburgh, near Golden, 
N. Y.. a freight train broke in two and the rear portion 
afterward ran into the forward one, doingslight damage. 
One brakeman was killed and 2 were injured. 
24th, on Lehigh Valley, at Mahanoy City, Pa., a 
freight train broke in two and the rear portion after- 
ward ran into the forward one, damaging several cars. 
A brakeman was fatally injured. 
24th, 10p. m., on Chicago, Milwaukee & St. Paul, 
near Chicago, Ill., a passenger train ran into the rear of 
a preceding freight, badly damaging 5 freight cars. 
One employee was injured. 
And 25 others on 19 roads, involving 3 passenger and 
35 freight and other trains. 


BUTTING. 


Ist, 5a. m, on Pittsburgh & Western, at Ravenna, O., 
collision between a passenger train and a switching en- 
gine which was wrongfully using the main track, badiy 
damaging both ergines and breaking many windows in 
the passenger cars. ‘The engineman of the switcher and 
5 passengers and one trainman were injured 

lst, on Pittsburgh, Cincinnati, Chicago & St. Louis, 
at Hartsdale, Ind., a passenger train ran over a mis- 
placed switch and into the head of a freight train stand- 
ing on the side track, badly damaging both engines and 
wrecking the baggage car and the smokingcar. The 
wreck took fire and one passenger was somewhat burned. 
Six employees were injured. 

6th, on Louisville, Evansville & St. Louis, near New 

Albany, Ind., butting collision between an eastbound 
through freight and a westbound local, The fireman 
was injured. 
_ 6th, on Detroit & Lima Northern, near Cairo, O., butt- 
ing collision between a northbound passenger and a 
southbound freight train, badly damaging the engines. 
The freight had encroached upon the passenger train’s 
time, and a brakeman had been sent ahead with a red 
lantern, but it appears that the train followed him tco 
closely. One report says that his light went out. 

7th, on Philadelphia & Reading, near Catawissa, Pa., 
butting collision of freight trains, wrecking both en- 
gines and several cars. The engine fell down a bank 
into the Susquehanna River. One fireman was badly 
scalded. is 

10th, on Wabash road, at Ha‘cmond Junction, IIl., a 
assenger train of the Chicago & Eastern II|linois col- 
lided with a freight of the Wabash road, badly damag- 
ing both engines. Four passengers and 3 trainmen were 
injured. In consequence of a switch being out of order 
trains in both directions had to be run temporarily for 





_ Brake Nipple without Cap. 


a snort distance over the same track, and it was on this 
track that the collision occurred. : 

15th, 1 a. m., on Fremont, Elkhorn & Missouri Valley, 
at Bordeaux, Neb., butting collision between an east- 
bound passenger and a westbound freight train, badly 
damaging both engines and several cars. It is said that 
the freight train was running on the time of the passen- 
ger train in consequence of the misreading of a tele- 
graphic order. There was a blinding snowstorm at the 
time. The passenger train had been stopped before the 
collision. The engineman of the freight was injured. 

16th, on Erie road, at Youngstowr, O., butting collision 
between mixed train No. 105 anda yard engine. One 
passenger was injured. , 

22d,3 a.m.,on Wabash road,.at Boody, Ill., butting 
collision between southbound freight train No. 91 and 
northbound freight No. 98, the latter drawn by two en- 
gines. The three engines were wrecked and two firemen 
were injured. Itissaid that the southbound train ran 
past a meeting point. : 

24th, on Chicago & Alton, near Mayview, Mo., butting 
collision between a westbound passenger train and an 
eastbound engine, badly damaging beth engines and 
the baggage car. The engineman and 3 passengers were 
injured. 

And 15 others on 15 roads, involving 3 passenger and 27 
freight and cther trains. 

CROSSINGS AND MISCELLANEOUS. 

ist, on Chicago & Northwestern, at Aurora, IIl., a 
passenger train collided with a freight, which was 
switching on the main track without authority, badly 
damaging both engines. Four trainmen were injured. 

4th, on Philadelphia & Reading. at Topton, Pa., a pas- 
senger train ran over a misplaced switch and into a side 
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track, badly damaging an engine standing there. 
Three trainmen were injured. 
5th, 4 a. m., near Harney street, Omaha, Neb., collision 
between a Burlington anda Union Pacific engine, de- 
railing both engines and throwing one of them down a 
bank, Both enginemen were injured. 
6th, on Santa Fe Pacific. near Grants, N. M., a passenger 
train was attacked by robbers while at a water station, 
and the fireman was compelled to run the foremost part 
of the train some distance ahead to give the robbers a 
chance to work. Dynamite was used on the express car 
and one safe was emptied ofa large quantity of specie. 
After the robbery the fireman ran the engine and the 
express car back to the rear part of the train, and for- 
getting the exact situation of the passenger cars, ran 
into them so violently as to overturn a stove and set the 
car afire, aud three cars were burned up. ; 
8th, on Cleveland, Cincinnati, Chicago & St. Louis, at 
Bellefontaine, O., collision between a gravel train and a 
yard engine, badly damaging both engines. Oneengine- 
man and 2 other employees were injured. 
llth, 4a. m.,on Louisville, Henderson & St. Louis, 
near Lewisport, Ky., a passenger train ran into a freight 
car which had been blown out of a side {track by a high 
wind, and the engine, tender and first car of the train 
were overturned. The stove in one of the cars set fire to 
the wreck and 3 passenger cars were burned up. A few 
passengers were slightly injured. 
14th, on Ohio River road, near Wheeling, W. Va., col- 
lision between a passenger train and a freight, badly 
damaging the passenger engine. The engineman and 
fireman were badly injured. ; 
16th, on New York Central & Hudson River, at North 
Tonawanda, N. Y., collision between a northbound pas- 
senger train of the New York Central and a southbound 
passenger train of the West Shore, damaging one pas- 
senger car. Two passengers were slightly injured. 
17th, on Erie road, at Sharon, Pa., collision between a 
locomotive and a portion of a freight train, doing slight 
damage. The fireman, who was cleaning the front end 
of the engine, was killed. : 
And 21 others on 18 roads, involving 5 passenger and 
32 freight and other trains. 


DERAILMENTS, 
DEFECTS OF ROAD. 


5th, on Nashville, Chattanooga & St. Louis, near 
Memphis, Tenn., a switching freight train was derailed 
by spreading of rails and a brakeman was badly in- 
jured. 
, 17th, on Gainsville, Jefferson & Southern, near Hosch- 
ton, Ga., a freight train broke through a bridge which 
had been weakened by a flood, and several cars were 
wrecked. One trainman was killed and 4 injured. 

23d, on Chicago, St. Paul, Minneapolis & Omaha, at 
River Falls, Wis, a freight train was derailed by a 
broken rail and 6 loaded cars were wrecked. Two men 
riding in one of the cars in charge of freight were in- 


jured. 


27th, on New England road, at Allendale, R. I., a car 
in a passenger train was derailed by a broken rail and 
overturned. Eight passengers were injured. 

And 4 others on 4 roads, involving 4 freight trains. 


DEFECTS OF EQUIPMENT. 


4th, on Lehigh Valley, at Bound Brook, N. J ,a carin 
a freight train was derailed by a broken truck and fell 
across the adjoining main track. A freight train ap- 
proaching a moment afterward ran into the wreck and 
the engine and 17 loaded cars were derailed. The engine- 
man was killed and two other trainmen were injured, 
one probably fatally. 

4th, on Chesapeake & Ohio, near Charlottesville, Va., 
an easthound passenger train was derailed by the 
breaking of an axle on the forward truck of the engin>, 
and the engine and first two cars fell dowu a bank into 
the Rivanna River. The train was running rapidly 
and the first two cars were badly wrecked. Four pas- 
sengers and one trainmen were killed and 12 passengers 
and 4 employees were injured. 

14th, 5a.m., on Kansas City, Memphis & Birming- 
ham, near Ash Grove, Mo, a freight train was derailed 
by a fallen brakebeam and 7 loaded cars were wrecked. 
The wreck fell upon a cabin occupied by the wife and 
two daughters of a track watchman and one of the 
women was injured. Annther one was nearly suffo- 
cated by being buried in a mass of wheat. 

20th, 2a. m,, on Baltimore-& Ohio, at Duffields, W. 
Va., several cars ina freight train were derailed and 
fell against another freight train which at the time was 
passing on the adjoining maintrack. One brakeman 
was killed. The derailment was caused by the aut o- 
matic application of the air-brakes, in consequence of 
the breakage of a coupling and the c.owding ot the cars 
by a pushing engine after the brakes were applied. 

And 19 others on 18 roads, involving 1 passenger train 
and 19 freight and other trains, 


NEGLIGENCE IN OPERATING, 


10th, 5:30 p. m., on Chicago & Northwestern, near the 
Wells street station, Chicago, a passenger engine (with- 
outatrain) ran into an open draw ard was partially 
submerged intheriver. The fireman was stunned aud 
was drowned. The engineer was badly injured. 

12th, on Beech Creek road, at Patton, Pa.,a freight 
train which had become uncontrollable on a descending 
grade was derailed at a switch and 22 cars were wrecked. 
The engineman was killed and the fireman was injured. 
It is said that the train bad broken in two on a long and 
steep grade, and that the engineman had increased his 
speed in order to tiy to prevent a collision. 

23d. on Seattle & International, near Blackman’s, 
Wash., a freight train which had been left standing on 
a grade, while the engine went some distance to take 
water, was insufficiently braked, got away from the 
brakemen who were in charge of it, and ran away 
backward down grade. It broke into three parts; the 
foremost part ranoff the track at Blackmans and the 
caboose fell against some lodging cars occupied by 
workmen. One of the men ‘in these cars was injured. 
Another part of the train was derailed and wrecked 
near Cathcart. 

27th, on Louisville & Nashville, near Winchester, 
Ky.,a freight train broke through a trestle bridge and 
23 loaded cars fell 65 ft. to the bottom of the ravine. 
Two bridge carpenters at work beneath the bridge 
were killed. It is supposed that the train was derailed 
in consequence of the failure of the repair men at work 
on > surface of; the trestle to properly block up the 
track. 

29th, on Santa Fe Pacific, near McLellan, Ariz., a 
freight train, which became uncontrollable on a descend- 
ing grade. was derailed, and the whole train, consisting 
of 25 loaded cars, one empty car and 2 locomotives was 
wrecked. A large portiun of the wreck was burned up 
and 2 enginemen and 1 fireman were killed and their 
bodies were partially consumed by fire. The other fire- 
man was injured and the conductor was slightly hurt. 

And7 others on7 roads, involving 7 freight trains, 


UNFORESEEN OBSTRUCTIONS, 


7th, 11 p. m., on Louisville & Nashville, at Biloxi, Miss 
a pissenger train struck a horse and threw him against 
a switchstand in such a way that the switch was partially 
opened and the baggage car an 2 passenger cars were 
derailed. 
9th, on Philadelphia, Wilmington & Baltimore, near 
Cambridge, Md., a passenzer train was derailed by a tree 
which had been blown down upon the track andthe 
fireman was injured. 
9th, on Texas & Pacific, near Benbrook, Tex., a car in 
a freight train was derailed by a timber which repair- 
men had left lying too near the track and 5 cars fell 
o— abank. The fireman-and one brakeman were in- 
jured. 
12th, on Chicago, Rock [sland & Pacific, at Renfrow, 
OKL., a freight train was derailed by running over a cow 
and the engine and 12 cars were wrecked. The engine- 
man jumped off and was killed and the fireman was in- 
jured. 
, 19th, 6 p. m., on Chicago & Eastern Illinois, near Coal 
Bluff, Ind., a passenger train ran over a horse and two 
cars, filled with miners, fell down a bank and lodged in 
a ditch filled with water to the depth of several feet. 
sweneytniee passengers were injured, 3 probably 
atally. 
20th, + a. m., on Erie road, at Sloatsburg, N. Y., west- 
bound fast freight train No. 79 was derailed at a point 
where the rails had beea maliciously loosened, and the 
engine and two cars fell upon the eastbound main 
track. The fireman was injured. 
20th, on Northern Pacific, near Bitter Root, Mont., a 
freight train was deraited on a trestle by running over a 
horse and 5 cars of gasoline were wrecked. 
23d, 9 p. m., on Northern Pacific, near Lester, Wash., 
a passenger train drawn by two engines was derailed by 
a tree which had fallen across the track and both en- 
gines fell into the river. The mail car was wrecked. 
One engineman and one fireman were badly scalded. 
30th, on Atlantic & Danville, near Gill’s, Va., a passen- 
ger train was derailed by a loose plank at a highway 
crossing and the engine, baggage car, mail car and zZ 
passenger curs felldown @ bank. The engineman and 
fireman were killed. The plank was loosened and 
thrown across the rail by a wagon which crossed the 
track just before the passenger train came along. 
And 2 others involving 1 passenger train and 1 freight 
UNEXPLAINED, 
2d on Kansas City, Memphis & Birmingham, at Car- 
bon Hill, Ala., a freight train was derailed at a switch 
and the engine was ditched. The engineman and a 
pum per riding on the engine were badly scalded and the 
fireman was ‘ess severely hurt, 
5th, on New England road, near Bolton, Conn.,a freight 
train was derailed and the engine felldowna bank. The 
engineman was injured. 
ith, on Pittsburgh, Fort Wayne & Chicago, at 
Conway, Pa.,acar ina freight train was derailed and 


(Continued on page 932.) 
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EDITORIAL ANNOUNCEMENTS. 


Contributions,—Subscribers and others will materially 
assist us in making our news accurate and complete 
if they will send us early information of events which 
take place under their observation, such as changes 
in railroad officers, organizations and changes of 
companies in their management, particulars as to 
the business of the letting. progress and completion of 
contracts for new works or important improvements 
of old ones, experiments in the construction of roads 
and machinery and railroads, and suggestions as to 
its improvement. Discussions of subjects pertaining 
to ALL DEPARTMENTS of railroad business by men 
practically acquainted with them are especially de- 
sired. Officers will oblige us by forwarding early 
copies of notices of meetings, elections, appointments, 
and especially annual reports, some notice of all of 
which will be published. 

Advertisements.— We wish it distinctly understood that 
we will entertain no proposition to publish anything 
in this journal for pay, EXCEPT IN THE ADVERTISING 
COLUMNS. We give in our editorial columns OUR OWN 
opinions, and those only, and in our news columns 
present only such matter as we consider interesting, 
and imzortant to our readers. Those who wish to 
recommend their inventions, machinery, supplies, 
financial schemes, etc., to our readers, can do so fully 
in our advertising columns, but it is useless to ask us 
to recommend them editorially, either for money or 
in consideration of advertising patronage. 





Reports from all of the contracting locomotive 
shops show that in the year 1897, 1,251 locomotives 
were built. Thisisa gain, although a small one, 
(less indeed than we had expected) over the preced- 
ing year, when 1,175 were built. In 1895 the engines 
built by these shops amounted to 1,101 in number 
and in 1894 to only 695. That was the lowest output 
recorded for a considerable number of years, and even 
in 1897 the number of locomotives built has not got 
back by a good deal to what it was before the panic 
of 1893. In that year 2,011 locomotives were built, 
the year before 2,012, and in 1891, 2,165. Of course 
the reader will understand that these are the engines 
built by the contracting shops and not by the rail- 
In fact, it is impracticable ever to as- 
number of locomotives built in any 
one year in the United States at the rail- 
road shops. The best that can be done is to get 
in course of time the net increase in locomotives 
from the statistics collected by Poor and by the In- 
terstate Commerce Commission, but even those do 
not give the number buiit; they are net figures. Of 
the 1897 locomotives 143 were compounds, or 11 per 
cent. of the total. Out of the 1,251 locomo:ives built 
in 1897, 886 were built for export. In 1896 the same 
companies reported 309 as built for export; that is, 
in 1897, 31 per cent. of the total was ordered for ex- 
port, and in 1896, 26 per cent. It will be observed 
that this export business is important and growing. 
The government reports of locomotives exported for 
the fiscal years ending June 30, give, in 1887, 58 in 
number and $373,245 in value. These increased in 
number and in value to 1891, when the number ex- 
ported was 275, and their value was $2,424,363. For 
the next three years the export fell off, but in 1895 it 
began once more to gain, and in that year the num- 
ber ran up to 252 and the value to $2,379,519. In 
1896 (year ending June 30) the exports of locomo- 
tives amounted to 261 in number and $2,512,270 in 
value. In the ten months of the calendar year, in- 
cluding October, the locomotive exports in 1896 
were $2,666,000, and in 1897 they were $2,750,000 in 
value. 
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Car Buildine in 1897. 








Oitficial reports from 30 contracting car building 
companies and estimates from 5 others show that the 
number of freight cars built in the year 1897 has ag- 
gregated 43,588, which is considerably less than the 
number built in 1896, namely, 51,189. In 1895 the 
total built was 38,100 and in 1894 it was only about 
18,000. In 1890, the bast year for car building, so far 
as our records show, the output of freight cars was 
103,000, but in each of the years 1891 and 1892 there 
were built nearly 100,000. It will be seen, therefore, 


that the year just ending has not been a very pros- 
perous one for the contracting car builders as com- 
pared with any recent years, excepting the two or 
three years of the silver panic. 

We find among the companies reporting one which 
built over 7,500 cars and three others which built 
each more than 5,000 


There are four companies 


building between 1,000 and 2,000 and each of the re- 
maining companies has built but a few hundred, most 
of them less than 500. The average built by all of the 
companies reporting and estimated is 1,282 per com- 
pany. 

We find that these same companies have built 494 
passengers cars, or 20 more than they built in 1896 
and 64 more than in 1895. This again is a poor show- 
ing as compared with the early years of this decade, 
wien the output ran from 1,500 up to 2,200 passen- 
ger cars per annum. 

We have reports this year for the first time of 
street railroad cars to the number of 2,107. This, 
however, is certainly much below the number 
actua ly built, for our reports come from very few 
concerns outside of those which build steam railroad 
cars as the most important part of their work. We 
have no reports from the larger street car builders. 

Two of the largest builders of steam railroad curs 
have declined to report and we have been obliged to 
estimate their product, which, however, we think 
we have been ableto do pretty closely. 

We judge from the estimate of probable equipment 
requirements printed elsewhere that the year 1898 
will be a much better one for the car builders than 
the year just passed, barring foolishness at Wash- 
ington, or other unexpected condition which may 
upset predictions and destroy the present favorable 
outlook. It is hardly to be expected, however, for 
many reasons which we have considered in past 
years, that the number of freight cars built per 
annum will ever again be as great as in the early 
nineties. The capacity of the individual car is 
greater; the movement of cars is prompter and 
faster; the loading is more carefully watched. For 
these reasons more service is got out of a given num- 
ber of cars. Doubtless the life of the modern car is 
longer, and furthermore there are fewer miles of 
new road to equip. 








Equipment Requirements. 





We have tried to forecast the demands for equip- 
ment for the next half year and have received an 
astonishing number of answers to our questions, and 
we take this oceasion to thank the officers of the rail- 
roads for the trouble thatthey havetaken. We have 
received information as to the locomotives and cars 
waich will probably be wanted within the next six 
months, from railroads which own a total of 899,000 
freight cars. Of these, railroads owning a total of 
810,000, or 67 per cent. of the total freight car equip. 
ment of the country, give definite answers, saying 
that they will or will not require cars in the next 
half year and saying how many. These railroads will 
need a little over 24,000 freight cars. If we assume 
that those who have not answered at all will need 
carsin the same ratio, this will call for 36,000 freight 
cars. Perhaps we may add to this 2,000 for new 
roads to be completed and put in operation within 
that half year which, probably, is a moderate allow- 
ance. Tais would give an estimate of 38,000 freight 
cars which will be required within the next half year. 
This is within 13,000 of the total number of freight 
cars built by the contracting shops in the entire year 
of 1894, and it is equal to the number built by those 
shops in the year 1895. 

The railroads from which we have definite replies 
own 65 per cent. of all the locomotives owned in the 
United States, and they require 243 engines; from 
waich we assume that all of the railroads will re- 
quire 360, and if we add 40 locomotives for the new 
railroads in the half year we shall have 400 engines, 
which is nearly half as many as were built either in 
1896 or 1897 by the contracting shops, for the home 
market. 

The railroads which have answered definitely say 
also that they will require 174 passenger and baggage 
cars in the next six months ; and they tell us further 
that 40 of the locomotives, 2,080 of the freight cars 
and 10 of the passenger and baggage cars will be built 
at the railroad shops. Since these replies were re- 
ceived orders have been placed for 55 of the locomo- 
tives and 6,350 of the freight cars. 

Aside from the figures given above we hear from 
railroads in Canada with a total equipment of 560 
losomotives and 18,850 freight cars, that they will 
need 44 locomotives, 1,040 freight cars and 71 passen- 
ger and baggage cars in thenext halfyear. Of these, 
40 locomotives, 1,000 freight cars and 40 passenger 
cars will be built by the railroads; and since our 
answers were received an order has been placed for 
20 of the passenger cars and 15 of the locomo- 
tives. From two Mexican railroads with a total 
equipment of 126 locomotives and 248 freight cars, 
we hear that they will need seven locomotives, 
250 freight cars. Six Mexican reads representing 
a very much larger ownership than those men- 
tioned above, answer that they will need no rolling 


stock, which is also the case with Canadian roads 
with an ownership of nearly 28,000 freight cars. 

Of course the figures which we have given above 
are only approximate, but we judge that they give a 
pretty good measure of the equipment requirements, 
and certainly they ought to be encouraging to the 
makers of all sorts of equipment and rolling stock 
supplies. They will absorb, for instance, 38,000 sets 
of couplers in the half-year, and it is probable that 
pretty nearly all of those couplers, if not all, will be 
of the M. C. B. type; and undoubtedly there will be 
many sets of airbrakes used on these cars, for it is 
not to be supposed that the time for equipping will 
again be extended. 








Railroad Building in 1897. 





Reports received by the Railroad Gazette, up to the 
time of going to press, indicate that the building of 
new railroads in 1897 was a little less than for 
the year before and a few miles more than the 
totai reported for 1895, though still far short 
of that in 1890 and earlier years. Official re- 
ports from the various companies show a total 
mileage built during the year, not including second 
track and sidings, of 1,604.17 miles. To this must be 
added 223.75 miles, which the news columns of the 
Railroad Gazette show to be completed by the close 
of the year, giving us?1,827.92 miles pretty accurately 
verified. There are a number of roads on which it is 
known that grading has been completed, and _ track- 
laying is in progress. The exict amount of track- 
laying, however, it is impossible, at this time, to 
state, but it is estimated to be not less than 110 
miles. This makes the total probable railroad build- 
ing during 1897, 1,937.92 miles, of which all but 333.75 
miles is official. Of course reports from roads not 
yet heard from willsomewhat modify these results. 
We give below the official and estimated mileage by 
states, omitting, however, the 110 miles, which has 
probably been completed, but of which we have no 
definite record. 








NEW RAILROAD BUILDING IN 1897. 
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The 110 miles of probable new road, not included 
in the above, is distributed as follows: Arkansas, 12 
miles; California, 18; Georgia, 36; North Carolina, 10; 
Ohio, 10; Oklahoma Territory, 11; Tennessee, 12, and 
West Virginia, 8 miles. 

It is interesting to make comparisons with pre- 
vious years. According to Poor’s Manual, which ap- 
pears about six months after the close of the calendar 
year, and is therefore in position to gather up prac- 
tically all the construction of the year, the new 
building for 1896 was 1,996.72 miles, or about 59 
miles more than the total estimate here given for 1897. 
In 1895, which is the low-water mark in railroad con- 
struction, the mileage was 1,922.25. Poor puts the 
new construction in 1894 at 2,263.97 miles; in 1893 at 
2,789.02 miles; in 1892 at 4,584.01 miles; in 1891 at 
4,620.41 miles, and in 1890 at 5,656 7 miles. 

The line which has built the most road during the 
past year is the Kansas City, Pittsburgh & Gulf, 
which has completed its entire line from Kansas City 
to the Gulf of Mexico. Including the road built for 
this company by other lines now absorbed into the 
system, this company has built in Arkansas, 53 miles ; 
in Louisiana, 122 miles; in Texas, 28 miles; and in 
Missouri, 66.5 miles, making the total for the year 
269.5 miles. 

Among other roads building during the year is the 
Mobile, Jackson & Kansas City, which has built 30 
miles in Alabama and 7 miles in Mississippi, a t« ‘al 
of 37 miles. The Mobile & Ohio has built 72 miles on 
its extension to Tuscaloosa, of which 63 miles is iD 
Alabama and 9in Mississippi. The St. Louis, Peoria 
& Northern has built 58} miles in Illinois. In Cali- 
fornia the San Francisco and San Joaquin Valley las 
completed 118 miles, and the Sierra 42 miles. 

In the East the chief railroad built has been by the 
Pittsburgh, Bessemer & Lake Erie, which has com- 
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pleted 42 miles, from Butler to Bessemer, and is re- 
laying its entire track northward, from Butler to 
Lake Erie. 

The figures so far received indicate that California 
heads the list with 199 miles of new road, while Ala- 
bama, Georgia, Louisiana, Michigan, Missouri, Penn- 
sylvania and Texas have each more than 100 miles to 
their credit. 








November Accidents. 





Our record of train accidents in November given in this 
number includes 92 collisions, 111 derailments and 8 other 
accidents, a total of 211 accidents, in which31 persons 
were killed and 191 injured. The detailed list, printed 
on another page, contains accounts only of the more 
important of these accidents. All which caused no 
deaths or injuries to persons are omitted, except where 
the circumstances of the accident, as reported, make 
it of special interest. 

These accidents are classified as follows: 


Cross- 
But- ing and 
COLLISIONS. Rear. ting. other. Total. 
Trains breaking in two.............. 17 1 18 
Misplaced switch................se0e 0 2 4 
Failure to give or observe signal... 2 4 3 8 
Mistake in giving or understanding 
orders......... Hy ae Weseadesvanuesce 3 0 3 
DEPORT. o<ccccicusstnedaccences 7 3 7 17 
WRENN 66's d6.c sicicccoccesconccesece ll 13 18 42 
MPO cach ncon essen sandostvedsassde 37 25 30 92 
DERAILMENTS. 
Broken rail............ recvect 3{ Careless running ...... .... 1 
Loose or spread rail......... 2} Track repairers.............. 2 
Defective bridge....... ..... 2) Runaway train.............. 4 
Defective switch.. .... ..... 1] Open draw.............ee005 en 
BROMO: WHEL oocc-<cscccccse 5} Animals on track............ 
BPORGH GXI6. 6.6 .cccccsesceses 9 IE So srcccenccac sccnes 


5 
1 
Broken truck ......... se Malicious obstruction .. 1 
Fallen brakebeam.. ......... 1} Accidental obstruction... .. 4 

Aue ie ween ZT UNGEPIAINE, «...<..cccccsieccccdt 





Broken car 
Broken drawbar........ ease -— 
Misplaced switch............ 4 11 





Boiler explosion 1 
Broken side rod.......... pees - 3 
Cars burned while running Sida wdeadccovedcenees 2 
GERBER CONGER ois ccs ccccucccrsceess eae aes 2 





Total number of accidents...... ...ccccsccccccsccccccces 211 


A general classification shows : 


Colli- Derail- Other 
sions. ments. accid’s. Total. P. c. 
Defects of road.............. 0 8 0 8 4 
Defects of equipment....... 18 23 5 46 21 
Negligence in operating.... 32 12 2 46 21 
Unforeseen obstructions... 0 ll 1 12 5 
Unexplained ................ 42 57 0 99 49 
POE scccanees tba chuwes 92 111 8 211 100 


The number of trains involved is as follows: 
Colli- Derail- Other 


sions. ments. accid’s. Total. 

Passenger...... ... wevidgnsawaavake 28 1 2 48 
Freight and other........-.....+++ 133 98 6 237 
PRGA onc x cdenue vars wenswanned ea 161 116 8 285 


The casualties may be divided as follows: 





Colli- Derail- Other 
Killed: sions. ments. accid’s. Total. 
Employees . @ 18 2 23 
Passengers 0 8 0 8 
OC ae 0 0 0 0 
WOGAU Ec scale occu vanetmasesaeases 3 26 2 31 
Injured: 
TREO SOBs «0566.5 6.000's in oscccenessws 42 42 1 3 
Passengers.......... EERE ROR 19 80 4 103 
Cio) 2 SER ore incre 0 3 0 3 
ROM oa cxcctivts gaan odeaacenouies 61 125 5 191 


The casualties to passengers and employees, when di 
vided according to classes of causes, appear as follows: 


Pass. _ Pass. Emp. _ Emp. 
Killed. Injured. Killed. Injured. 
Defects of road.............. 0 10 1 5 
Defects of equipment....... 4° 16 § 7 
a in operating.... 0 19 10 47 
Unforeseen obstructions an 
maliciousness..... eaaeslnnee 20 3 9 
WMGEDIAIION 6 6 «3 icc5 5 sc cccs 1 38 4 17 
Total..... Segudteceleaeneras 8 103 23 85 


Twenty accidents caused the death of one or more 
persons each, and 45 caused injury but not death, 
leaving 146 (69 per cent. of the whole) which caused no 
personal injury deemed worthy of record. 

The comparison with November of the previous five 


years shows: 
1897. 1896. 1895. 1894. 1893. 1892. 
80 59 92 


COMMONS. 6 ccsecsccciccccies 92 49 106 
Derailments.... ...20+:+- 111 54 62 84 =: 101 84 
Other accidents.......... 8 4 4 3 Z 
Total accidents...... .... 211 107 «146 )«=61460 = 200—Ss«199 
Employees killed ........ 23 10 38 17 43 44 
Others killed............. 8 4 8 28 17 
Employees injured...... 85 41 87 47 «$108 =:108 
Others injured........... 106 14 82 19 87 
Passengertrainsinvolved 48 29 49 44 66 75 
Average per day: 
Accidents......... cada - 7.03 3.57 4.87 4.87 6.67 6.63 
WEEE os cae sivovasucceuans 1.03 0.47 1.53 0.73 2.37 2.03 
PESMOD iG verse sews Colac natn 1.83 5.63 2.20 6.50 6.63 
Average per accident: 
Killed..... eanroureecasee - 0.15 0.13 0.32 0.15 0.35 0.36 
EMJOUGE 5 sods scsacces eeeee O.9L 0.51 1.16 1.45 0.97 1.00 


The accidents in which passengers were killed 
were those at Charlottesville, Va., on the 4th; at Willi- 
ford, Ark., on the 18th, and at Coal Bluff, Ind., on the 
19th. The first named was reported in the Railroad 
Gazette of Nov. 12. The fire in the Williford accident 
was reported in some of the newspapers as being due to 
the ignition of illuminating gas, but an officer of the 
roadinforms us that it was started by ccals from the 
stove. What was apparently one of the worst passenger 


train accidents of the month, that near Lewisport, Ky., 
on the 11th, appears to have resulted in no serious in- 
jury to any person, but practically all the combustible 
portion of the train was burned up. There was a third 
passenger train accident in which ‘“‘the car stove” fig- 
ured, that at Grant’s, N. M., on the 6th. 

The most notable freight train accidents in this record 
werethose at Louisville, Ky., on the 9th; at Winchester, 
Ky., on the 27th, and at McLellan, Ariz., on the 29th. 
The drawbridge accident at Chicago on the 10th seems to 
have been dve to unaccountable carelessness on the part 
of the engineman, as the signals are reported to have 
been suitable, and correctly set. 

A press dispatch from Colorado Springs Nov. 8 states 
that on the Colorado Midland a butting collision between 
a passenger train and an empty engine was avoided, the 
previous day, by the fact that the trains met on a 
straight line. The engineman of the empty engine had 
a watch, lent him by a Leadville jeweler while his own 
was being repaired, which lost 18 minutes in a short 
time. As both trains were going at good speed and the 
road is not very straight there was a good 
chance for a disastrous collision. The fireman 
evidently had no watch, or might as well have had none. 
If the rule requiring conductors and enginemen to check 
one another’s watches is worth having, and enforcing, 
in the management of ordinary trains, why should not 
the engineman be checked by the fireman when an en- 
gine is run without a train and there are only these two 
men along with it ? Surely we do not want any firemen 
in the service who lack the intelligence to perform this 
simple duty ; and if the men are competent their service 
ought to be availed of. 

It will be observed that the number of accidents this 
month is very large,as compared with any preceding 
month for four years. The number of persons killed 
however, is not unusual. The average number of per- 
sons killed in November for the past five years has 
beea 43, and the average number of persons killed per 
accident in November during the past five years has been 
0.26, from which it would appear thdt the increase is in 
the less disastrous classes of accidents. The percentage 
of accidents in which no personal injury incurred (69) is 
6 more than the average percentage for the last year. 
The increase in the total may beaccounted for by the well- 
known fact that freight business has been heavy of late on 
a great many roads. This necessita‘’es heavy trains, the 
employment of additional trainmen, some of them inex- 
perienced, and the working of all trainmen long hours, 
Whether or not these circumstances account for the 
fact that the increase over November, 1896, both in train 
accidents and in fatal personal accidents, is about 100 
per cent., it would be difficult tosay. It hardiy seems 
likely that the train mileage has increased in that ratio. 

We find reports of only four electric car accidents in 
November. Three of these did very little damage, only 
two persons being injured; but the fourth, a butting 
collision near Baltimore on the 21st, resulted in the kill- 
ing of both motormen and the injury of six other per- 
persons. One of the cars wasa “‘special,’’ and it met the 
other, a regular, ina hollow, making a very bad wreck. 
There was a dense fog at the time. The motorman of 
the special, finding that he had four minutes to spare at 
the last preceding sidetrack, thought he would try to 
reach the next meeting point; again illustrating how 
such processes of ‘‘thought” often result. 








Locomotive Speeds in England and in America. 





On another page we print a letter from Mr. Acworth 
to the editor of The Engineer, giving among other things 
the log of a train by which he went from Philadelphia to 
Atlantic City. When Mr. Acworth stepped out of the 
cab he said: ‘‘There is not an engine in Great Britain 
which could do that, but they will think I am lying 
when I tell them.’’ Obviously, his reputation in his 
own country is better than he supposed, forthe editor 
of The Engineer on another page of the issue in which 
the letter appears says: ‘If our information is correct, 
and we think it is [!], velocities are attained and main- 
tained with ease on}jthe other side of the Atlantic, in the 
regular way of business, which are only reached in this 
country so rarely that they are regarded as manifesting 
something of the miraculous.” It is true that the edi- 
tor “rejects the official statements as loose and of no 
scientific value whatever,” but he does accept the fig- 
ures given by some of his English correspondents. He 
adds then: 

On a careful review of all the available mformation 
which we have been able to obtain—much of it the result 
of direct corresponderce with authorities in the United 
States—we have arrived at the conclusion, as stated in 
our last impression, that American locomotives, albeit 
they do not attain the imaginary speeds attributed to 
them by ignorant newspaper reporters, do. as a matter 
of fact, in some cases run faster than any English loco- 
motive has ever done; and that train speeds—which is a 
different matter from locomotive speeds—are sensibly 
higher on some of the first-class railroads than anything 
we can manage with certainty and regularity in this 
country. But it will not do to let the subject drop at 
this stage. If passengers are transported from place to 
place at much higher speeds in the United States than 
in this country, we want to know the reason why. 


Observe that we want to know thereason why. There is 
but one other man on the face of the earth who takes 
himself so seriously, viz., the German Emperor, or Herr 
Miller, as the Germans call him when they want to 
question his heaven-given wisdom without fear of 
prison. 

We are pleased to discover that in all the contention 
which has taken place over this subject it has been the 
aim of this Herr Miller of the press to get at the truth, 


He says: ‘“‘If our readers have followed us thus far they 
will now see the point at which we have been aiming all 
along.” Perhaps they will see it and perhaps they will 
not. They will not if he can help it, for he uses up two 
columns of space in trying to mitigate and qualify his 
handsome action in admitting at last that a very consid- 
erable number of people of very excellent yeputation 
who have made definite statements to him with regard 
to recorded facts are not all liars, and in admitting that 
he has been mistaken in certain theoretical contentions 
which he has set up against these facts. 

“But,” he says, ‘‘it was first of all necessary to settle 
what was truce, but outof the mists we have succeeded 
in drawing the fa‘t that American engines really do 
run faster than English locomotives. The next point to 
be settled is, as we have said, the speed capacity of Eng- 
lish engines.’”’ He is now distressed to know just why 
American locomotives run faster than English locomo- 
tives. We shall not try to answer that® question. Too 
much information all at once might produce an intel- 
lectual indigestion, and we will let him thoroughly as- 
similate the facts which Mr. Acworth and others have 
contributed before we undertake to account for those 
facts. Wesuspect, however, that ton for ton, the Eng- 
lish locomotive can run just as fast asthe American, in 
general. There may be a few speedy individuals on 
both sides of the Atlantic that will have to be specially 
accounted for. 








The verdict of $21,666 against the Chicago & North- 
western for blacklisting F. R. Ketcham, a conductor 
who was among the strikers in June, 1894, is the subject 
of a long article in the Outlook, by Ray S. Baker. The 
article is carefully written, and the subject seems to 
have been treated in atemperate spirit. In the main the 
facts given are the same as those already reported in the 
daily papers. There seems to be no doubt that Ketcham 
had been refused employment on a number of roads in 
consequence of his connection with the strike, but the 
question as to whether blacklists were exchanged be- 
tween different railroads hinges on the testimony of one 
person, Norman Ford, a clerk in the office of the [Illinois 
Central. That road made a list of 524 names of men who 
were not to be employed until after a consultation 
with the head of the department under which th 
were last employed. This list, obviously, was in- 
tended for theofficers of different divisions of the 
Illinois Central, but [Ford testified that he , mailed 
copies of it to every railroad having offices in 
Chicago. So far as appears, every railroad of- 
ficer called to testify, except those of the Illi- 
nois Central, denied knowledge of the list. There was 
testimony to the effect that a fireman who had been 
honorably discharged from the Chicago & Northwest- 
ern was going to be summoned to testify in behalf of 
Ketcham, and that when this fact was found out by 
certain officers of the Northwestern they tried to get 
him to leave Chicago by offering him a pass and other 
inducements. Mr. Baker’s article still leaves the reader 
in the dark as to whether the Illinois Central officers 
knowingly permitted copies of their list to be sent to 
other roads, and if they did whether such action was 
taken on their own motion, or in response to requests 
from officers of other roads for information concern- 
ing specified individuals. Neither does it appear 
from this or any other report whether Illinois Central 
officers were questioned by the Court on this point. And 
even if the Illinois Central did persecute Ketcham, it is 
difficult to see why the Chicago & Northwestern should 
suffer for it to the extent of $21,000. The case has been 
appealed, but that may not mean any further elucida- 
tion of the evidence. The essential question at issue is 
whether or not there was a conspiracy. If an officer of 
the Burlington or the Rock Island, for instance, should 
ask the Superintendent of the Illinois Central whether 
Ketcham was a desirable person to employ, it would be 
natural to give an honest answer, and the officer so 
answering would be doing what business men are doing 
everywhere every day. And if similar answers were 
given concerning 500 men, still it would be hard to see 
where anything like conspiracy wouldcome in. A jury, 
however, is pretty likely to look upon a blacklist sent by 
a general superintendent to his division officers as pre- 
cisely like a malicious blacklist sent to another employer, 
and it devolves upon the judge to show the jury its 
error. It would be interesting to see published the 
charge of the trial judge in this case. 








NEW PUBLICATIONS. 





American Railway Management. Addresses delivered 
before the American Railway Association, and Mis- 
cellaneous Addresses and Papers. By Henry S. Haines, 
formerly Vice-President and General Manager Plant 
System, Ex-President American Railway Association, 
etc., etc. Pages, 372; 12mo. New York: John Wiley 
& Sons. London: Chapman & Hall, Limited. Price, 
$2.50. 

Colonel Haines has been unusually productive in the 

literature of his profession, if the reader will allow us to 

call railroading a profession, and if we may further 
speak of addresses and occasional speeches as _litera- 
ture. He explains in his preface that the addresses 
here collected have been for the most part produced 
upon the spur of the moment, as opportunities offered 
during a busy life, but that nevertheless some of them 
contain information gathered from various sources 
which cannot be so readily obtainea elsewhere. In fact, 
they contain more thanthat. They contain the judg- 
ments and suggestions of a man who has been in the 
hick of railroad work for many years and who has 
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been diligent and studious and has kept an open mind 
through the exigencies of practical life. Of course 
many of these addresses have been heard or read, at 
least by abstract, by many of our readers; but for that 
reason they will probably be all the more glad to see 
them collected in a volume handy for reference and 
made accessible by a capital index of 28 pages. It isa 
pity that more railroad men do not take the time and 
trouble to put on record and make available their 
knowledge and opinions, and Colonel Haines deserves the 
thanks of the calling for having done his part toward 
building up a literature for the student of to-day and 
for the man who a hundred years from now will look 
back upon one of the most interesting episodes in the 
history of mankind, the application of steam power to 
transportation. 








Train Accidents in the United States in November. 





(Continued from page 929.) 

fell down a bank. A boy riding on the car was badly 
injured, 

7th, on Sedalia, Warsaw & Southwestern, near War- 
saw, Mo., a mixed train was derailed and fell down a 
bank. The engineman was killed and one passenger 
and 3 trainmen were injured. 

9th, 1:45 a. m., on Illinois Central, at Louisville, Ky., 
a car in a freight train was derailed and ran against one 
of the supports of the train shed at the passenger station 
and weakened it so that a part of the roof fell. Four 
freight cars were wrecked and the roof was damaged 
about $10,000. 

17th, on Cleveland, Canton & Southern, at Summit, 
O., a passenger train was derailed and 2 passenger 
cars _ overturned. Three passengers were slightly 
injured. : 

18th, 83a. m., on Kansas City, Fort Scott & Memphis, 
near Williford, Ark , passenger train No. 2 was derailed 
and one passenger car fell into Spring River. The chair 
car took fire from the stove and, with the sleeping car, 
was burned up. One passenger was fatally injured, and 
about 30 slightly. The engine and first three cars were 
not derailed, 

18th, on Norfolk & Western, near Wilsondale, W. Va., 
a freight train was derailed and badly wrecked. A por- 
tion of the wreck took fire and was consumed, and the 
engineer was fatally burned. A brakeman was injured. 

20th, on Oregon Railroad Navigation Line, near 
Bonneville, Or.,a boarding car ina freight .train was 
derailed and the matron of the car, who attempted to 
jump off, was badly injured. 

20th, on Kansas City, Memphis & Birmingham, near 
Arcadia; Mo., a freight train was derailed and several 
cars were ditched. The engineman was injured. 

22d,4a. m.,on Louisville & Nashville, at Birming- 
ham, Ala,, several cars of a freight train were derailed 
and ran against two watchmen’s cabins, knocking them 
down. Four employees in the cabins were injured. 

22d, on Norfolk & Western, near Shawsville, Va., a 
freight tra‘n was derailed and 14 cars fell down a bank. 
A part of the wreck took fire and was burned up. The 
engineman was killed and several other trainmen were 
injured. 

22d, on New York Central & Hudson River, at Buffalo, 
N. Y., 2 sleeping cars in a passenger train were derailed 
and one of them was overturned. One passenger was 
injured, / 

26th, on Baltimore & Ohio Southwestern, at Pierce- 
ville, Ind., a passenger train was derailed and 3 cars 
were overturned. Several passengers were injured. 

And 43 ethers on 33 roads, involving 4 passenger and 
39 freight and other trains. 


OTHER ACCIDENTS. 


9th, 1 a. m., on Burlington & Missouri River, near 
Crawford, Neb., the locomotive of a freight train was 
wrecked by the explosion of its boiler, and the engine- 
man and fireman were killed. 

llth, on Rome, Watertown & Ogdensburg, at Syracuse, 
N. Y., an engine was considerably damaged by the 
breaking of a parallel rod. The engineman was 
injured. 

20th, 3 a. m., on Erie road, near Binghamton, N. Y., a 
carin the Wells-Fargo express train caught fire and, 
with its contents, was mostly destroyed. 

2ist, 10 p. m., on Atchison, Topeka & Santa Fe, at 
Wakarusa, Kan., a car of cattle ina freight train took 
fire, evidently by sparks lodging in the bedding of the 
cattle, and, with its contents, was burned up. 

24th, on Illinois Central, at De Koven, Ky., acar ina 
passenger train was badly damaged by the explosion of 
a steam-heating pipe and 4 passengers were injured. 

And 8 others on 3 roads, involving 1 passenger train 
and 2 freights. 





A summary will be found in another column. 











TECHNICAL. 





Manufacturing and Business. 
A. M. Castle has been appointed Western Sales Agent of 
the Oval Brake Beam Co., of Philadelphia, with office 
at 9 South Canal street, Chicago, Ill. 

The Q & UC Company, Western Union Building, Chi- 
cago, jll., has arranged with the National Railway 
Specialty Co. to manufacture on license its rear edge 
protecting strip, which will be known as the N.R.S. 
protection strip. 

The sale of the plant of the Rhode Island Locomotive 
Works, under trustee mortgage sale, set for Dec. 23, has 
been adjourned until Jan. 6. The mortgage is for 
$300,000. 

J. A. Fay & Co., of Cincinnati, O., have received a 
contract to furnish all of the machinery for the wood- 
working department of the new shops of the Cincinnati, 
Hamilton & Dayton Railroad, now being built at Lima, 
., and described in previous issues, 

The Carolina Midland is in the market for 700 tons of 
6U-Lb, rails, 


The E. T. Burrowes Co., of Portland, Me., has en- 
gaged J. M. Denniston, formerly with the St. Louis 
Car Co., to represent it in its car curtain department, 

The Lidgerwood Manufacturing Co., of New York 
City, builders of the Lidgerwood hoisting engines, 
cableways and conveying devices for contractors and 


othe, has placed its Southern agency with Woodward 
Wight & Co., Ltd., of New Orleans, La. With this 
connection and J. H. Dickenson asits engineer in charge 
of all specifications and orders, the Lidgerwood Mfg. 
Co. insures its customers prompt and satisfactory ser- 
vice in filling orders. 

Henry H. Sessions, formerly Manager of Pullman’s 
Palace Car Co. works, at Pullman, Ill., and for many 
years connected with prominent railroads as Master Car 
Builder, has been elected Vice President and a Director 
of the Standard Coupler Co. Mr. Sessions will have an 
office at 522 Monadnock Block, Chicago, and will give 
special attention to the Standard steel platform, which 
was designed by him, and which is owned by the Stand- 
ard Coupler Co. 


The Davis & Egan Machine Tool Co., of Cincinnati, 
O., has received through its Paris office. an order for a 
number of large planers from the Cie. Hautes Fourenaux 
Forges et Acieries, St. Chaumond Department, Loire, 
France. This company is one of the largest in France, 
producing marine and railroad equipment. he Davis 
& Egan Co. has also received through its Paris office 
another order from Puteaux Government Works, Pu- 
teaux, France. 

Ten of the 16 new open-hearth furnaces and the new 
girder rail mill of the Carnegie Steel Co. will be put in 
operation next month. It is stated that the company 
will also build a large universal plate mill at Home- 
stead. 


At a meeting of the stockholders of the P. L. Kim- 
berly Iron Co, at Sharon, Pa., last week, it was decided 
to issue bonds to the amount of $125,000, of which 
amount $25,000 are to be used for repairs. 

The Pennsylvania Tin Plate Co., of New Kensington, 
Pa., has finished the additions to the hot and cold mills, 
tinning department and shipping ‘department, and it is 
expected that the new machinery will be placed in 
operation next week. 

The Russian-American Trading Co. has been organ- 
ized under the laws of West Virginia, with a capital of 
$5,000 000 for the purpose of opening stores and ware- 
houses in St. Petersburg, Moscow, Warsaw, Vladivos- 
tock and other important points in Russia, to represent 
American tanufacturers of machinery. We under- 
stand that the company is negotiating to represent cer- 
tain manufacturers of railroad supplies. In addition to 
dealing in these products, the company will build 
electric street car lines, power and lighting plants and 
operate steamship lines between New York and the 
Baltic Sea ports and the Pacific Coast and Siberia. The 
New York office will be in the Cotton Exchange Bank 
Building. 

The Texas Tie & Lumber Preserving Co., of which 
Edward E. Ayer, of Chicago, is at the head, has enlarged 
its plant at Somerville, Tex., by the addition of two new 
retorts, increasing its capacity from 3,000 ties daily to 
4,500. 

Haskins, Williams & Co,, 1916 Morrisavenue, Birming- 
ham, Ala., are in the market for a 7 to 10-ton stand- 


ard gage switching locomotive; also a 24 to 35-ton stand- . 


ard-gage switching locomotive, saddle-tank preferred. 

The Chattanooga & Lookout Mountain Railroad is in 
the market for one second-hand standard-gage (mogul 
preferred) locomotive from 35 to 43 tons, about 16 x 24- 
in. cylinders with pony trucks, not over 48-in. drivers, 
and equipped with vacuum brake and double sand boxes. 
Steepest grade on road is 414 per cent. 

New Stations and Shops. 


The freight station of the Georgia Midland (Southern) 
Railroad, at Columbus, Ga., which was destroyed by 
fire last September, will be rebuilt on the site of the old 
one. The contract for the work has been let to Butts & 
Cooper, of Columbus, Ga. 

A permit has been issued by the Commissioner of Pub- 
lic Works, Chicago, to the Union Loop Co., to build a 
new passenger station at Van Buren street and Fifth 
avenue. 

Interlocking. 
The Standard Railroad Signal Co., of Arlington, N. J., 
has contracted to putin an interlocking plant for the 
Erie Railroad at Great Notch on the Greenwood Lake 
Division. The machine will have 28 working levers and 
four spare spaces. 
The 840-ft. Steel Arch at Niagara. 


All the false work on the new steel arch at Niagara 
Falls is now in position and the erection of the steel will 
begin and be continued throughout the winter so that 
the bridge may be open for traftic early next summer. 
The arch, together with the abutments, was fully de- 
scribed and illustrated in the Railroad Gazette of Feb. 
28,1896. This is much the longest arch span in the 
world, being 840 ft., and the total metal in the bridge 
will be about 4,000,000 lbs. The work will be done by 
the Pencoyd Bridge Company. Mr. L. L. Buck is the 
Chief Engineer. When the present suspension bridge is 
taken down it is to be rebuilt on the site of the old sus- 
pension bridge at Lewiston, which was destroyed bya 
wind storm on April 16, 1864. 








THE SCRAP HEAP. 


Notes. 
The Supreme Court of North Carolina has decided that 


the removal cf the State Railroad Commissioners by 
Governor Russell was legal. 


The car house of the West End Street Railway at 
Everett, Mass., was destroyed by fire on Dec. 2%, together 
with 90 electric street cars. Loss about $150,000. 


The Canadian Pacific, which now uses the tonnage 
rating plan for making up freight trains on the Ontario 
and Quebec divisions, will, on Jan. 1, adopt it through- 
out the whole of its lines. 


The Erie Railroad has discovered counterfeits of its 
New York state 1,000-mile ticket, the issue of which was 
discontinued four months since. It is believed that a 
large number of the counterfeit tickets have been made. 


The Atchison, Topeka & Santa Fe has notified its con- 
nections that it will hereafter decline to haul cars in 
passenger trains unless they are equipped with West- 
inghouse quick-acting automatic air-brake and the Mil- 
ler coupler, or a combination coupler which will inter - 
change with it,and not require the use of a link and 
pin. 

The Legislature of Illinois is now in session, and a bill 
has been introduced providing for taxing express com- 
panies and making the rates of transportation hy express 
subject to the orders of the State Railroad Commission. 
In Virginia there is a bill before the Legislature, intro- 
duced by Senator Withers, to create a railroad commis- 
sion. 


The Young Men's Christian Association at Albany, 
N. Y., will soon have a new hume, a building 40 ft. x 149 
ft. and four stories high being now nearly finished, on a 
Jot between Broadway and the Union depot yard. The 
building will cost, exclusive of the lot, about $30,000. 
Mr. Cornelius Vanderbilt gave $5,000, and public-spirited 
citizens of Albany made large contributions. 


A sensational newspaper has lately repeated the 
periodical story that railroad companies combine with 
publishers to ‘‘pad” the mails during the period when 
the bags are weighed by the government; but it appears 
from answers to inquiries made by conservative news- 
papers that there is no ground for suspicion at the 
present time that anything of the kind is going on. 

A press dispatch from Ludington, Mich., states that 
the Flint & Pere Marquette Railway has agreed with 
the ‘‘ Federation of Labor” in that city that hereafter 
all laborers hired in the freight house at that place 
shall be members of the federation. About a year ago 
the traffic of the road, which hasto be transferred at 
this point to and from the steamers which run across 
Lake Michigan, was seriously interrupted by a strike of 
the freight-house men. 

A pneumatic tube for the transmission of mail matter 
has just been opened between the post office in Boston 
and the Northern Union station. The postmaster at-Chi- 
cago tells the newspapers that pneumatic tubes from 
the Central post office in that city to the railroad sta- 
tions and to a number of branch post offices will be 
laid in the near future. Mr. Millholland, President of the 
New York Tubular Dispatch Co., operating tubes in 
New York, and Manager of the Batcheller Pneumatic 
Tube Co., which proposes to lay tubes in Chicago, states 
that in New York his company is to receive from the 
government $145,000 a year. The percentage of receipts 
paid to the city of New York annually is to be two; 
though for the first year it is only one, and for the sec- 
ond year 14. 

Safety Appliance Laws, Federal and State. 

On Dec. 24 the Interstate Commerce Commission is- 
sued its formal order postponing for two years the time 
for compliance with the act of March 2, 1893, requiring 
the equipment of cars and engines with safety couplers 
and power brakes. The railroads are remiaded that 
their amenability tothis law is in no wise dependent 
upon their being subject to the act to regulate com- 
merce; the safety appliance law applies to any common 
carrier engaged in interstate commerce by railroad. The 
extension ot time is uniform to all petitioners, and 
nothing is said about the status of railroads which did 
not petition the commission. Concerning the length of 
the extension—two years—the circular says : 

** This will, of course, make it more difficult for some 
than for others to get ready their equipment within 
that time, but there is no hardship in this, for the rea- 
son that the former has not done all they might have 
done iu the past, and, as before indicated, it is difficult 
to see how extension of the period can be made in some 
cases and not io others, or for one period in some cases 
and a different period in others without practically pun- 
ishing those which have been the most diligent and put- 
tinga premium on the delinquency of those which have 
been most tardy.” 

The order says, further, ‘‘ It is not to be understood by 
anything in the order herein made that the commission 
undertakes to relieve carriers of their duty under Sec- 
tion 1 to so arrange and place cars equipped with train 
brakes that the speed of the train will be controlled by 
use of that appliance whenever possible.” 

The order requires roads. which have not fully 
equipped their cars to report every six months to the 
Commission, giving a statement of the number of 
freight cars and locomotives which have been equipped. 

The State Railroad Commissioners of Massachusetts 
and of New York have extended the time of the safety 
appliance laws of those states two years, to correspond 
with the action of the Interstate Commerce Commis 
sion. The New York Commissioners may ask to have 
the law of that state amended so as not to require the 
equipment of all cars with air-brakes, the safety of 
trains being generally sufficiently secured by the use of 
brakes on one half or two-thirds of the cars in a train. 


The Muir Tunnel. 

The trains of the Northern Pacific are now running 
through the Muir Tunnel west of Livingstone, Mont., 
that was burned out two yearsago. The tunnel has 
been lined throughout with an arch of brick. 


Destruction of the Chicago Coliseum. 

Early in the evening of Dec. 24 the Coliseum at Chi- 
cago took fire and withina few minutes was: total'y 
destroyed. This building was planned after the World 3 
Fair for the purpose of conventions, spectacular 
shows, indoor ball games, etc., and was designed to seat 
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16.000 people, and covered about five acres. During 
erection the building collapsed, and a description of 
that accident willbe found in the Railroad Gazette of 
Aug.'30, 1895, page 579. The building was rebuilt and 
has been constantly in use sinceitscompletion. At the 
tirae of the fire last week a midwintor fair and carnival 
was being held, but fortunately the fire broke out at an 
hour when but sell ay were in the building. One 
body has been found in the ruins so far and a careful 
search was being made for others at last accounts. It 
is stated that after the football game on Thanksgiving 
Day it took 18 minutes for the audience to get out of the 
building and that in 15 minutes after the fire started 
the building was a total wreck, which goes to show 
that a fire when the building was filled with people 
would have caused great loss of life. 

During the week ending with Dec. 25 the fire losses 
in Chicago were unusually heavy, there being 95 alarms 
during three days of the week. During the fire at the 
Tosetti restaurant 22 engines were at work, and an aver- 
age of 8 engines were kept at work for 24 hours, 


Hours of Rest for Trainmen. 


General Superintendent Spencer, of the Eastern Divi- 
sion of the Canadian Pacific, has issued a circular (No. 
319) to the effect that, to insure trainmen and enginemen 
taking sufficient rest at divisional points, they will in 
future be required, on arrival at a terminal with a 
train, to register the following particulars: 1. Date and 
hour came on duty: 2. Number of hours’ rest before 
coming on duty; 3. Date and hour of arrival: 4. Num- 
ber of hours on duty without rest; 5. Ready for 12 
hours on duty again at; 6. Signature. Enginemen 
and trainmen must not start out from the divisional 
point to which they belong unless they are perfectly 
fresh and fit to make the round trip witbout rest, if 
necessarv. In no case must they leave any divisional 
point unless prepared for at least 12 hours’ service. 


Thesis Work at the Massachusetts Institute. 


Animportant part of the work of the senior year at 
the Institute is that comprised under the term ‘‘Thesis.”’ 
The student is given a problem, such as he might expect 
in his future professional career, and is supposed to 
work it out in an independent manner. This work is at 
once an application and a test of the knowledge acquired 
in study. One such thesis now being conducted by two 
students in the Course in Naval Architecture is the 
determination of the resistance of a ship by means of a 
small model. Though the total power necessary to drive 
a vessel at a certain speed is easily obtained, it is quite 
another matter to ascertain how much of this total is 
actually used in driving the ship. This latter, or effect- 
ive part, can be determined either by towing the vessel 
herself or by towing a model of the vessel, the latter 
being, of course, far the easier and cheaper way, and 
quite accurate enough for practical purposes. The ex- 
periments mentioned are being carried on on the Charles 
River near Waltham, the model being that of the U.S. 
S. Yorktown (about 10 ft. in length). The model is 
towed ahead of asmall steam launch by means of a long 
spar, its resistance or the pull on its tow line being 
accurately measured by a spring dynamometer. A 
straight course of about one-quarter of a mile has been 
laid out, and marked by stakes at short intervals. 


LOCOMOTIVE BUILDING. 








The Georgia Pine Railway Co., of Georgia, will buy 
one new passenger locomotive in the spring. 

The Canadian Pacific will build 25 new locomotives 
during the next year, probably at its own shops. 

The Baldwin Locomotive Works are building one 
locomotive for the Cincinnati, New Orleans & Texas 
Pacific. 

The Chicago, Burlington & Quincy has placed an 
order with the Pittsburgh Locomotive Works for 20 
locomotives. 

The International & Great Northern is asking bids on 
six 10-wheel freight engines. They will have 19 x 24 in. 
cylinders and 56 in. drivers, and weigh 126,000 lbs. 

The St. Joseph & Grand Island has placed the order 
for the three passenger locomotives referred to in our 
issue of Nov. 26, with the Rogers Locomotive Works, 
Paterson, N. J. 

The Dickson Locomotive Works, of Scranton, Pa., have 
received an order for two six-wheel connected saddle 
tank locomctives, with 10 x 16-in. cylinders, from the 
Delaware & Hudson Canal Co. 


The Baldwin Locomotive Works have received an 
order from the Norfolk & Western for five heavy 
compound freight looomotives. to have 23 X 35 X82 in. 
cylinders and weigh about 175,000 Ibs. 

The Terminal Railroad Association of St. Louis has 
placed an order with the Baldwin Locomotive Works 
for two new six-wheel switching engines. They will 
have 19 x 24 in. cylinders, 11 ft. 6 in. driving wheel base 
and weigh 106,000 Ibs. 

The Baldwin Locomotive Works are building two con- 
solidation locomotives for the Hokkaido Coal Mining & 
Railway Co., of Japan. They will have cylinders 16 x 20 
in., driving wheels 42 in. in diameter and weigh in 
working order about 80,000 lbs., with 70,090 Ibs. in the 
drivers. The tenders will have six wheels and a capacity 
for 2,000 gals. of water. 


CAR BUILDING. 


The Beech Creek Railroad is reported inthe market 
for a number of new cars. 

The Kaslo & Slocan Railroad is having nine cars built 
by the St. Charles Car Co. 

The Kansas Midland expects to buy one combination 
car and some passenger coaches. 

The Indiana Car & Foundry Co. is building 50 flat 
cars for the Commerce Despatch Line. . 

The Chicago Great Western is about to place an order 
for three passenger and six baggage cars. : 

The Mather Stock Car ‘Co. has placed an order with 
the Indiana Car & Foundry Co. for 100 stock cars. 

The Georgia Pine Railway Co., of Georgia, will prob- 
ably buy some cab and box cars early next spring. 

The St. Charles Car Co. is building 100 freight cars 
for the Mississippi River & Bonne Terre Railroad. 

The Pittsburgh, Bessemer & Lake Erie has placed an 
em for 100 freight cars with the Ohio Falls Car Mfg, 

Oo. 

The Fonda, Johnstown & Gloversville Railroad will 
be in the market in the spring for two new passenger 
cars. 

The Missouri Car & Foundry Co. is building 119 box 











cars for the Vandalia Line instead of 100, as stated in 
our issue of Dee. 17. 


President Calloway, ot the New York, Chicago & St. 
Louis, denies the report that the Nickel Plate is in the 
market for 1,000 cars. 


_ The Canadian Pacific will add 1,000 new freight cars to 
its equipment during 1898. These will probably all be 
built at the shops of the road. 


The Michigan-Peninsular Car Co. is building 750 
freight cars for the Michigan Central Railroad. ‘These 
are in addition to the 250 referred to Nov. 26. 


The Newport News Ship Building & Dry Dock Co. 
has placed an order with the Ensign Mfg. Co., for two 
cars of 100 gross tons capacity, for; use in the yards of 
the company. 

The Indiana Car & Foundry Co. is not building 100 
new cars for the Alton Terminal Railroad, as reported, 
but is equipping that number with air-brakes and auto- 
matic couplers. 


The Cincinnati, Hamilton & Dayton has placed orders 
with the Barney & Smith Car Co., of Dayton, O., and 
the Michigan-Peninsular Car Co., of Detroit, Mich., for 
500 box cars each. 


Armour & Co. have placed an order with the Wells & 
French Co., of Chicago, for 10,000 refrigerator fruit cars. 
This isthe largest refrigerator car order ever placed. 
Simplex bolsters are specified. 


The 50 coal cars which the Mt. Vernon Car Mfg. Co. 
is building for the Jacksonville & St. Louis, as noted in 
our issue of Dec. 10, are to be equipped with Westing- 
ee air-brakes, Gould couplers and Mt. Vernon 
wheels. 


The Pullman Palace Car Co. has so many orders for 
cars now on its books that but very few more can be 
taken for delivery before September, 1898, and absolutely 
po orders can be taken which require delivery before 
May of next year. 


The three passenger cars for the North Pacific 
Coast Railroad, referred to in our issue of Dec. 17, will 
be narrow gage and equipped with Westinghouse 
air- brakes, Miller couplers and wooden brakebeams, 
and have mahogany interior finish. 


The Chicago & Northwestern has placed an order 
with the Terre Haute Car & Mfg. Co., Terre Haute, 
Ind , for 500 gondola cars of 60.000 lbs. capacity and 36 
ft. long over all, and for 150 furniture cars 50 ft. long, 
for delivery next April. Chicago couplers and Westing- 
house air-brakes are specified. 


The Norfolk & Western is asking bids on 500 gondola 
ears. They will be of 60,006 lbs capacity, 36 ft.1 in 
long, with drop ends, Norfolk & Western standard 
trucks, Westinghouse air-brakes, Sterlingworth brake- 
beams and M. C. B. standard journal boxes. These cars 
will be used in Western coal trade. 


The Cleveland, Cincinnati, Chicago & St. Louis is 
preparing specifications for some furniture cars, but it 
has not yet been decided how many will be built. This 
road is also repainting and varnishing its passenger 
equipment at the rate of 40 cars a month, and it is esti- 
mated that by May i all these cars will be in excellent 
condition. 


In our issue of Dec. 10, we referred to the Chicago, 
Milwaukee & St. Paul as beinginthe market for 1,500 
freight cars. We now learn that about 500 will be 
ordered. Some are being built at the West Milwaukee 
shops and when these are finished others will be built. 
but the number has not yet been settled. There will 
probably be not less than 1,000. 


The 250 box cars now being built by the Michigan’ 
Peninsular Car Co. for the Detrvit, Grand Rapids & 
Western Railroad (referred to in our last iseue), will 
be of 60,000 lbs. capacity, 38 ft. long and be equipped 
with Gould couplers, Butler draft gear attachments, 
Detroit springs, Fox trucks, Fulton Engine & Iron 
Works bearings, Chicago roofs, Sherwin - Williams 
paint, National hollow brakebeams, Westinghouse air- 
brakes and McCord journal boxes and lids, 


The Pikesville, Reistertown & Emory Grove Electric 
Railroad, of Baltimore, Md., is asking bids on 20 new 
open cars. 

The Poughkeepsie City & Wappingers Fails Electric 
Railway Co.,of Poughkeepsie, N. Y., will shortly be in 
the market for three new open and thre2 new closed 
cars. 








BRIDGE BUILDING. 


Austin, Tex.—The Vinning & Coleman Railroad, 
which is being built by the Vinning Coal Company, of 
Austin, will require the erection of a bridge 200 ft. long, 
which will probably be of timber. 


Bethany, Mo.—Bids will be received Jan. 6 for con- 
structing a 40-ft. steel span and two approaches, 10 ft. 
and 14 ft. C. F. Snyder, Commissioner. 


Boonville, Me.—The reports say that a stock com- 
pany is being formed to build a bridge across the Mis- 
souri River at this point, probable cost to be $250,000. 


Bozeman, Mont.—A bridge will be built over the 
West Gallatin River. Bids will be received until Jan. 





Camden, Ont,—The old wooden bridge at Dawn 
Mills will be replaced by a steel structure at a cost of 


$6,000. 


Carthage, O.—It is reported that a petition will be 
presented to the County Commissioners for the rebuild- 
ing of ». bridge across Mill Creek between Carthage and 
Wyoming. 

Chicago, Ill.—Considerable interest has recently 
been shown in the proposed new bridges for the Sani- 
tary District, Chicago, the most important and inter- 
esting structure being the eight-track bridge on Section 
O, where the drainage canal is crossed by the tracks of 
the Pittsburgh, Cincinnati, Chicago & Sc. Louis, the 
Chicago & Northern Pacific and the Union Stock Yards 
& Transit Co. In our issue of July 2, pages 473, 478, 
some of the principal teatures of this large bridge were 
mentioned, and in our issue of Dec. 3, page 843, several 
swing bridges, for which contracts have been let, were 
illustrated. 

On December 22 bids were opened by the Board of 
Trustees for the substructure and superstructure of the 
eight-track bridge, near Campbell avenue, on Section O, 
and also for the superstructures of two double-track 
swing bridges where the Canal is crossed by the Atchi- 
son, Topeka & Santa Fe; one on Section N, near Twenty- 
sixth street, and one on Section G, near Summit. 


For the eight-track bridge, in addition to the design 
made by the engineers of the Sanitary District, three 
competitive designs were submitted. For the two 
two smaller bridges mentioned all bids were based on 
the designs of the Sanitary District, which in all cases 
provided for swing bridges. 

The following table gives a list of the bids for the 
superstructure of the eight-track swing bridge on Sec- 
tion O, based on the Sanitary District design. The King 
Bridge Co., of Cleveland, O., was the lowest bidder at 
$225,000. 


IO oivasaediccccoccxacccccusas sds ueganuceeaudes $225,000 
Kdge Moor Bridge Co. .... .ccccccccccesveccece sietbeeadaua 230,000 
Pet NOs cnc c cateceddceqcscaeducesvaceeceqcerqeasa 244,500 
se) CANINE OOD Oo cccnde cicccvccesedescsecccenanss 2419 559 
The American Bridge Works. ...csccccccececsccvescescece 260.700 
The Pennsylvania Steel Co........... a “avesees aésece 261,408 
The New Jersey Steel & Iron Co..........c..ceeeeceeceeee 262,424 
The J. G. Wagner Co., Milwaukee...........00. ecceseces 262,800 
ERG SII Oe UNOIE ON ico cos idccccdedienacenccadcanda 263,784 


The bids for the substructure of the eight-track 
swing bridge were not made in the form of total 
amounts, but unit prices were submitted on the various 
materials in place. The following isa list of the bid- 
ders: A. J. Tullock; Chicago Star Construction & 
Dredging Co.; Jonathan Clark & Sons Co., Chicago; 
Hayes Brothers, Janesville, Wis.; Shailer & Schniglau 
Co., Chicago; C. L. Stroble, Chicago: McArthur Broth- 
ers Co. and Winston & Co., Chicago; J.S. Patterson 
Construction Co. and Nausler & Lutz, Chicago; The 
Griffiths and McDermott Construction Co., Chicago; 
Berezette Williams, Chicago; Lydon & Drew Co., Chi- 
cago. 

The lowest bid for the substructure was that of the 
Lydon & Drew Co, Chicago, amounting to $92,450.69, 
the next lowest bid being about $6,000 in excess of the 
ope named. 

The Scherzer Rolling Lift Bridge Co., Chicago, sub- 
mitted designs for rolling lift bridges to carry eight 
tracks, a separate bridge being provided for each pair of 
tracks, so arranged that they may be operated indepen- 
dently or together. This company made three propo- 
sitions, as follows: For an arch rolling lift bridge of 200 
ft. span: 

Superstructure, including all operating machinery.... $340,000 
Superstrucrure, exclusive of portions of the operating 

PU IIN id do cacccccedadccadgxcaseudediedcatcceaaeiesea 235.000 
Superstructure, exclusive of ali operating machinery. 188,000 
Substructure forsame.... 145,000 

For a cantilever rolling lift bridge of 200 ft. span : 


Superstructure, including all operating machinery... $340,000 

Supe: structure, exclusive of portions of the operating 
WIIG as 604 dncncccudcecédauacesaecualdeuce vaxcadae 300,000 

SOC GOR io oo oa ncn sce sk ceceer ccna teceeaqeee 171,000 


The third proposition was to build a cantilever rolling 
lift bridge of 170 ft.span,a greater opening than any bridge 
on the Chicago River, for $75.000 less than the similar 
bridge of 200 ft. span. In case the contract is awarded 
to the Scherzer Rolling Lift Bridge Co., the superstruc- 
ture will be built by the Pencoyd Iron Co., of Philadel- 
phia, and McArthur Bros. Co., Chicago, will build the 
substructure. 

The Edge Moor Iron Co., Wilmington, Del., entered 
the following bid on a competitive design of an eight- 
track bridge, made by Mr. Onward Bates, Engineer of 
Bridges for the Chicago, Milwaukee & St. Paul: 
Superstructure complete with operating machinery. . .$259,000 
Superstructure exclusive of operating machinery...... 184,000 

The bid for the substructure was given by unit prices 
on the various materials in place. 

Mr. C. L. $troble, Engineer and Contractor, Chicago, 
entered the following bid on his design for an eight- 
track bridge : 

Superstructure and substructure complete, exclusive 

CE GURNAEIEE THACIMGOY 6 ooo ooi0: cas ccc venaeeesestscnce 254,500 
Cost of operating machinery, excluding electric mo- 

NE te i drcane ean cccaeacdesdqsxdnteanvaedesdene 93,000 

The following lists give the bids received for the 
superstructure of the Atchison, Topeka & Santa Fe 
swing bridge, based on the designs of the Sanitary Dis 
trict, the Carnegie Steel Co. being the lowest bidder in 
each case: 

Double-track swing bridge, Section N., near Twenty- 
sixth Street: 






"Wines Ceti SAGE OM oo. os cncccncecdecccdccacsaee - - $44,242 
The King Bridge Co.,............ 46,000 
Wisconsin Bridge & Iron Co.. 46,71§ 
A.J Tullock, Leavenworth, Kas.................. 

I iis hxc dccdenndaccscceccnccunccececes 8,400 
American Bridge Works........... de ches ania - 48,400 
Dt ECON MIO OO a cic. acccin cates <sccdaaesuecceeosi -49,00 
REG RIN UU SON Oi nidg.c de ccc codecsiccscccacoeeesae ---.499,3¢6 
THOT. G. WEGRG? CO... ccccencecccccccececcccensssce cones 49,400 
The Pennsylvania Stee] Co ...........ccccccccecses oe cee DU,485 
iit din cnn cnendmacencesedseseccawase 55,650 

Double-track swing bridge, section G., near Summit: 

i CE FON os ocd ccddieccens cacitecenusevtaceaas $51,040 
Me Te OUR gaia caves bcacdadccedaccvdyaxddn tied cncavesion 52,986 
Ree We Nee IRIE ON occas ces cecedecadedddadaducccdeexeads 53 auU 
DeGtele Cede SF THOM, Co 5 occ ccccccccdccscccvicccocccccece MGS 
WOR Ce RMON. Suc cduddeei cece ecudaacdeccscce vecccks 55,850 
Bmawient Temas Wt sv. since ic vcccnccscucsecceccseceecs | 56.40 
ee ION fast dnces ccccinedadctscuccusuuaseced 56,500 
The Penrsylvania Steel Co........ Sadedsuadesacacenuce" ee 
PS SS errr sede tae) Guaddadeas £6,700 
Wisconsin Bridge Iron & Co.........cccceccceccccccccccce D195 
Ne CNR II eo cals os wa ccacngsessexaedcecdeaateus 61,400 


The bids, after being opened in public, were referred 
to the Committee on Engineering of the Sanitary Dis- 
trict to be tabulated. After the holidays this committee 
will hold a conference with the representatives of the 
various railroad companies concerned, and the contracts 
will not be let until after this meeting. 

Bids opened by U. S. Engineer at Chicago, Dec. 20, 1897, 
for 5 spans 99 ft. 6 in, < 12 ft. roadway: 


King Gridge Ca., Cleveland, Oicccicccceccvccnscs « cvccce $13,000 
H. Pitt Bridge Co., Pittsburgh, Pa 12,440 





Penn Bridge Co., Beaver Falls, Pa skaaauida 10,225 
Pittsburgh Bridge Co., Pittsburgh, Pa........... ........ 9.750 
Wolter Gris Ce, TO ooo onic hececin vec caccvacenseves 8,200 
Joliet “ SF  GOMMTE Mdandus icducséecccn, <tasadatoxe 7,724 
A. FJ. Falloek, Leavenworth, Hy. .c.ccccccccccctescoveece 7,350 
Youngstown Bridge Co., You»gstown, O................. 6.850 
Stupp Bros. - -' St. Lowis, Me...... weaseaeuadaaas 6,740 
Serer WU on cckadkdudedcdaddadeccecktdedcaceceate econ Ge 
MUON RI Ole 0 Bin dec dedguscadedsevcedstaverxavceces 6 465 

Se = S WaNsdccadcsdededauesaxes ox vee anaseeres 10,745 
Massillon “ sy \s eaadvddacduckereeevexa duvagdadeades 6,350 

“ = OP nas ddedaddevine avedaceddurediaees 6,500 
Kenwood “9 M  dadgaddddeaqaacsde val dasoxude sacacusn 6,305 
Wisconsin “ SS  WMigasadddededadsvadeaecss eenvaanees 5,805 

= “ OY PiWgdidaddeydaateaxdcadesscecdassvaware 6,005 


Clay Court House, W,. Va.—The county court of 
Clay County, W. Va., has contracted with the Vulcan 
Bridge & Road Machine Co., of Charlestown, W. Va., 
for the erection of a highway bridge over Elk River, 
near Clay City, in Clay County. The contract price is 
= and the bridge is to be completed by Feb. 1, 


Clinton, Ind,--An election will be held Feb. 3 to vote 
on the proposition to appropriate $12,000 toward the 
construction of « bridge over the Wabash River at Clin- 
ton. 
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Duluth, Minn.—It is reported that the Board of 
Public Works will replace the bridge over the west 
branch of Lester River at Graves avenue with anew 
structure, 


Fair Haven, Md,—Bids are wanted Jan. 4‘'for build- 
ing an iron bridge, 60 ft. span, near Fair Haven, in the 
eighth election district, Anne Arundel County. A. H. 
Stallings is clerk of the Board of Commissioners. 


Forest City, Pa.—The Carbondale Traction Co. will 
build a bridge over one of the creeks in this town. 


Greenwood, Miss.—The Supervisors (Leflore Coun- 
ty) wil! let contract at their January meeting for a 
new iron bridge. G. E, Williamson, Cierk. 


Indianapolis, Ind.—There is a movement on foot to 
have a new iron bridge built at Washington street in 
place of the present one, which is narrow and inade- 
quate. 


Laceyville, Pa.—A new bridge is talked of for this 
place to cost about $25,000. Thomas Haines can prob- 
ably give information. 


Montpelier, Vt.—The city has appropriated $1,400 
for a suspension bridge 8 tt. wide. 


Morgantown, W. Va.—The City Council has pur- 
chased sites for the landings and abutments for a new 
highway bridge over Decker’s Creek, and has closed all 
preliminary arrangements. The County Court, which 
has the letting of the contract and superintendence of 
buiiding the bridge, refuses to let the contract before 
March 15, or to allow the old bridge to be disturbed be- 
fore April 1, fearing bad weather may set in after work 
bas been commenced, thus closing the road an unreason- 
able.time. 


New York; N. Y.--The contract for building the 
Riverside viaduct, from the present terminus of the 
Riverside Drive to 135th street, was awarded Dec. 28 to 
O’Brien, Sheehan & McBean, New York. Their bid 
amounted to $570,019. The work must be completed in 
400 days. 


Saginaw, Mich.--It is reported that City Engineer 
H. E. Terty is preparing plans for a new bridge at Court 
street. 


Sioux City, lowa.—The Board of Aldermen are con- 
sidering the question of a new bridge across Floyd 
River—which it is estimated would cost about $10,000. 


Spokane, Wash.—It is reported that the Great 
Northern will replace all its wooden bridges in this 
locality by steel and stone structures. 


Toledo, O.—A new lift bridge will be built at Lafay- 
ette street. Willard F. Brown, City Engineer. 


Toronto, Ont,--The Ontario government estimates 
for 1898 include the following: Bridge piers for bridge 
over Winnipeg River $2,700; Indian Head bridge over 
Lake Wolsey, $1,500; Keewatin bridge for superstruc- 
ture, $2,140; to renew Joseph River bridge, $1,000; Head 
River bridge, $1,250, and to build Wabis Creek bridge, 
Liskeard, $1,000. 


Troy, N. Y.—Taxpayers of the Sixth Ward are 
agitating the question of a new bridge from the town 
section of the city to Watervliet. 


Ventura, Cal.—The Board of Supervisors have asked 
for bids for building a bridge across the Santa Clara 
River to contain 2,800 ft. of earth levee, 600 ft. of timber 
trestle and 12 short spans of steel and wood. George C. 
Power, City Engineer. 

Victoria, Texas.—It is reported that the Guadalupe 
Valley Construction Co. has been organized with a capital 
stock of $400,000 for constructing bridges for the pro- 
posed Guadalupe Valley Railway Co. Incorporators: 
John P. Nelson, J. A. McFadden, T. M. O’Connor, J. J. 
Welder, Thos. Buhler, J. M. Brownson, T. D. Wood, all 
of Victoria. 


Washington, D. C.—Capt. D. D. Gaillard, Corps of 
Engineers, U.S. A., has prepared designs and estimates 
which have been submitted to Congress for both a stone 
arch and a steel bridge with stone fuundations over 
Rock Creek on the line of Massachusetts avenue. The 
estimated cost of the stone arch bridge is $563,545, and 
for the steel bridge $199,204. 








RAILROAD LAW-—RECENT DECISIONS. 





In New York a religious corporation is held to be en- 
titled to recover compensation for injury arising out of 
the fact that the noise caused by the operation of an ele - 
vated railroad in front of the premises has seriously ip- 
terrupted and interfered with the religious services con- 
ducted in its church (decided by the Appellate Division 
October, 1897).? 

The New Yorx statute permitting the owner of a lost 
promissory note or bill of exchange to recover the 
amount due thereon upon furnishing a bond with two 
sureties, indemnifying the obligor against any claim by 
any other person on account of the note or bill, is held 
to apply to lost coupons of railroad bonds secured by 
mortgage, where the bond and mortgage both provide 
for the payment of interest on the bond upon presenta- 
tion and delivery of the coupon (decided by the Supreme 
Court October, 1897).? 

In New York the Court of Appeals has decided (revers- 
ing the decisioh of the Appellate Division in an action 
for damages for the death of a freight brakeman, alleged 
to have been caused from striking a bridge, by reason of- 
the failure of his employer, a railroad company, to pro 
vide the warning signals required by statute), that evi- 
dence showing that the deceased was standing oa the 
top of a car just before the train passed under the bridge 
and that immediately thereafter he was found lying on 
the top of the car in a dying condition, was not sufficient 
to establish the essential fact that his death was caused 
by contact with the bridge (decided by the Appellate Di 
vision of the Supreme Court, November, 1897).3 The 
court intimates in its opinion in this case that additional 
evidence tending to show that the brakeman died from 
violence and not from disease, or even proof of an earn- 
est effort to obtain such evidence, would have been suffi- 
cient to support the verdict in favor of his representa- 
tive. 

In Massachusetts, on the trial of an action against a 
railroad company to recover damages for loss of haggage 
by theft, it appeared that the porter of a sleeping car, 

half an hour before starting time, after putting a pas- 
senger’s valise in a seat of the car, opened the window 
next to the seat, in violation of a rule of the company. 
The passenger was about to sit in the seat when the 
window was opened, and the porter had no reason to _ be- 
lieve that he would leave it, but he did so, while his wife 
remained in the car walking up and down the aisle, and 
the baggage was stolen. he court holds that, under 
these circumstances, the questions whether the company 


was guilty of such negligence as would support, or the 
passenger of such negligence as would bara recovery, 
were properly left to the jury for decision (decided by 
the Supreme Court, October. 1897). Although where 
baggage remains in the custody of a passenger, the rail- 
road company is not bound to insure its safety, as is the 
rule when merchandise is intrusted to it asa common 
carrier, it must as a. matter of law so manage its car as 
not unreasonably to expose the property to an unusual 
risk of loss by thieves or otherwise. 

In the same State, in an action for damages against 
a railroad company for failure to deliver goods with 
reasonable dispatch, the defendant is declared to be 
llable only for such damages as naturally result from 
its conduct, and which might have been expected to be 
within the contemplation of the parties as the probable 
result of a breach of the contract of carriage. Accord- 
ingly, where the delivery of certain boilers for the plain- 
tiff’s mill was delayed through the negligence of the 
company, the plaintiff was not entitled to compensa- 
tion for time during which its business was suspended, 
nor for money paid mechanics employed to set up the 
boilers, while awaiting their arrival, in the absence of 
evidence that at the time of making the contract it had 
notice of such circumstunces, either express or fairly to 
od — (decided by the Supreme Ccurt, October, 
1897) 5 

An Ohio statute gives to any sheriff of any county of 
that State the right to ride on freight trains ‘“‘in the 
performance of his official duties and to take a prisoner 
or prisoners upon said train between stations where 
such trains stop” at his own risk, upon tender of the 
regular passenger fare. In an actionbrought by‘a sheriff 
to recover damages for expulsion from a freight train, 
this statute is construed to apply whenever such a train 
in fact stops atfany station. It is not necessary that the 
train should regularly stop at such station, or be 
scheduled to stop there. It is further held that the 
the right under the statute is not confined to cases 
in which a prisoner is taken upon the train but 
exists whenever the sheriff is in the performance of any 
official duty and complies with the statute in other 
respects (decided by the Supreme Court, October, 1897).* 
This statute confers the same privilege on physicians in 
the discharge of professional business. 

In Indiana it is held not to be actionable negligence 
per se, for a railroad company to have the doors of vesti- 
bule cars on its trains closed and locked. In the case 
decided, it appeared that one of the defendant’s passen- 
ger trains having five coaches arrived at a station, that 
the two front coaches, which had room for all passen- 
gers at the station, stood directly in front of the plat- 
form, that their doors were open, that the coach next to 
the rear one was equipped with vestibules and stood 60 
ft. from the platform, that the doors to it and to the 
rear car were locked, that these cars were not intended 
for the use of passengers at this station, that the lights 
in all the coaches were lit, that the plaintiff got on the 
frontend of the vestibule car at about the time the 
train started, that he did not then know that the door 
was locked or that any car was not intended for the use 
of passengers, and that he attempted to climb around 
from the steps of the vestibule car to the car in front of 
it while the train was moving and fell and was injured. 
Under these circumstance a verdict in his favor is re- 
versed on appeal without regard for any consideration 
of negligence on his part, (decided by the Appellate 
Court, November, 1897).” 

In Kansas a shipper of stock over a railroad line in 
consideration for a reduced freight rate made a contract 
whereby he released the railroad company from all lia- 
bility from any injury to {the stock not resulting from 
the willful negligence of the road’s servants or agents. 
This contract is declared to be contrary to public policy, 
and therefore void (decided by the Court of Appeals, 
October, 1897) ® 

1 Church of H. P. vs. Manhattan etal. 21 App. Div. 47. 
2 Rolston et al vs. Central Park N. & E.R. 21 Misc., 439. 
3 Fitzgerald vs. N. Y.C. & H. R. R. R. Co. 154 N. Y., 263. 
4 Dawley vs. Wagner Co., 47 N. E., 1024. 

: swift River Co, vs Fitchburg, 47 N. E., 1015. 


Allen vs. Lake Shore, 47 N. E., 1037. 
7C.,C.,C. & St. L. vs, Wade, 48 N. E., 12, 
St. L. & S. F. vs. Tribbey, 50 Pac., 458. 








MEETINGS AND ANNOUNCEMENTS. 

Dividends. 

Dividends on the capital stocks of railroad companies 
have been declared as follows: 

Canada Southern, semi-annual, 1 per cent., payable 
Feb. 1. 

Lake Shore & Michigan Southern, semi-annual, 3 per 
cent., payable Feb. 1. 

Michigan Central, semi-annual, 2 per cent., payable 


eb, 1. 

Norfolk & Southern, quarterly, 1 per cent., payable 
Jan. 10. 

Rio Grande Western, preferred, quarterly, %{ per 
cent , payable Feb. 1: extra 1 per cent., payable Feb. 15. 

Rutland Railroad, semi-annual, preferred, 1 per 
cent., payable Jan. 3. 

Téxas Central, preferred, 3 per cent., payable Jan. 15. 

Worcester, Nashua & Rochester, semi-annual, 214 per 
cent., payable Jan. 1. 





National Railway (St. Louis), 11g per cent., payable 
Jan. 10. 
Stockholders’ Meetings. 

Meetings of the stockholders of railway companies 
will be held as follows: 

Worcester, Nashua & Rochester, annual, Worcester, 
Mass., Jan. 11. 


Technical Meetings. 


Meetings and conventions of railroad associations and 
technical societies will be held as follows: 

The American Society of Civil Engineers meets at the 
House of the Society, 220 West Fifty-seventh street, New 
York, on the first and third Wednesdays in each month, 
at 8 p. m. 

The Association of Engineers of Virginia holds its 
formal meetings on the third Wednesday of each month, 
from September to May, inclusive, at 710 Terry Building, 
Roanoke, at S p. m. 

The Boston Society of Civil Engineers meets at 715 
Tremont Temple, Boston, on the third Wednesday in 
each month, at 7:30 p. m. 

The Canadian Society of Civil Engineers meets at its 
rooms, 112 Mansfield street, Montreal, P. Q., every alter- 
nate Thursday, at § p. m. 

The Central Railway Club meets at the Hotel Iroquois, 
Buffale, N. Y., on the second Friday of January, March, 
May, September and November, at 2 p. m. 

The Chicago Electrical Association meets at Room 
7187 Monadnock Building. Chicago, on the first and 
third Fridays of each month, at8 p.m. J. R. Cravath, 
Secretary. 

The Civil Engineers’ Club of Cleveland meets in the 
Case Library Building, Cleveland, O., on the second 


Tuesday in each month, at8 p.m. Semi-monthly meet- 
ings are held on the fourth Tuesday df each month. 

he Civil Engineers’ Society of St. Paul meets on 
the first Monday of each month, except June, July, Au- 
gust and September. 

The Demer Society of Civil Engineers meets at 3 
Jacobson B!ock, Denver, Col., on the second Tuesday 
of each month except during July and August. 

The Engineers’ Club of Columbus, (O.), meets at 1244 
North High street, on the first and third Saturdays 
from September to June. 

e Engineers’ Club of Minneapolis meets in the 
Bublic Library Building, Minneapolis, Minn., on the first 
Thursday in each month. 

The Enginéers' Club of Philadelphia meets at the 
House of the Club, 1122 Girard street, Philadelphia, on 
the first and third Saturdays of each month, at 8 p. m., 
except during July and August. 

The Engineers’ Club of St. Louis meets in the Mis 
souri Historical Society Building, corner Sixteenth street 
and Lucas place, St. Louis, on the first and third 
Wednesdays in each month. 

The Engineers’ Society of Western New York holds 
regular meetings the first Monday in each month, ex- 
—_ in the months of July and August, at the Buffalo 
Library Building. . 

The Engineers’ Society _of Western Pennsylvania 
meets at 410 Penn avenue, Pittsburgh, Pa., on the third 
Tuesday in each month, at 7:30 p. m. 

The Locomotive Foreman’s Club meets every second 
Tuesday in the clubroom of the Correspondence School 
of Locomotive Engineers and Firemen, 335 Dearborn 
street, Chicago. 

The Montana Society of Civil Engineers meets at 
ge Mont., on the third Saturday in each month, at 
7.30 p. m. 

The New England Railroad Club meets at Pierce Hall, 
Copley Square, Boston, Mass., on the second Tuesday of 
each month. 

The New York Railroad Club meets at 12 West Thirty- 
first street, New York City. on the third Thursdav in each 
month, at 8 p. m. 

The North-West Railwa 
Tuesday after the second 


Club meets on the first 

onday in each month, at § 

.m, the place of meeting alternating between the 
West Hotel, Minneapolis, and the Rvan Hotel, St. Paul. 

The Northwestern Track and Bridge Association 
meets at the St. Paul Union Station on the Friday follow 
ine the second Wednesday of March, June, September 
and December, at 2.30 p. m. 

The St. Louis Railway Club holds its regular meeting 
on the second Friday of each month, at 3 p. m. 

‘The Southern and Southwestern Railway Club meets 
at the Kimball House, Atlanta, Ga., on the third Thurs- 
day in January, April, Angust and November. 

The Technical Society of the Pacific Coast meets at its 
rooms in the Academy of Sciences Building, 819 Market 
street. San Francisco, Cal., on the first Friday in each 
month, at 8 p. m. 

The Western Foundrynen’s Ass: ciation meets in the 
Great Northern Hotel, Chicago, on the third Wednesday 
of each month. A. Sorge, Jr., 1533 Marquette Building, 
Chicago, is secretary. ~ 

The Western Railway Club meetsin Chicage cn the 
third Tuesdav of each month. at 2p m 

The Western Society of Engineers meets in its rooms 
on the first Wednesday of each month, at 8 p.m., to 
hear reports, and for the reading and discussion of 
papers. The headquarters of the Society are at 1736- 
1739 Monadnock Block, Chicago 
American Society of Civil Engineers. 

In the December Proceedings of the American Suciety 
of Civil Engineers notice is given that hereafter the 
house of the society is to be open every dav in the year, 
including holidays, from 9 o'clock in the morning until 
10 o’clock in the evening, except Sundays, when it is 
open from 2 p. m. until 7 p. m. 

} ational Board of Trade, 

The resolutions passed by the National Board of Trade 
at its annual meeting at Washington, Dec. 15, were as 
follows, being —— by a two-thirds vote: 

Resolved, That the National Board of Trade earnestly 
advocates legislation by Congress to amend the Inter- 
state Commerce Law so as to permit pooling by rail- 
roads under the supervision and control of the {nter- 
State Commerce Commission, to the end that unjust 
discriminations may be prevented and reasonable, uni- 
form and stable rates be established. 

That as a step toward justice in transportation rates, 
greater uniformity in the classification of freight is nec- 
essary; and should the railroad companies fail to for- 
mulate and put into effect a uniform classification of 
freight within a reasonable time, that the Interstate 
Commerce Commission should be empowered to formu- 
late and make effective such a classification. 

That the National Board of Trade deprecates all move- 
ments looking to the government ownership of railway 
lines; but advocates a wise, firm and continuous super- 
vision over the operation and management of these great 
agencies in all matters affecting their relations with the 
public in the conduct of interstate commerce; 

That the National Board of Trade reaffirms its ap- 
proval of the bill known as the Auti-Scalper bill, now 
pending in Congress, designed to protect both travelers 
and carriers against fraudulent and irregular practices 
in passenger traffic 

And Whereas, The decisions of the United States 
Supreme Court have so weakened the power of the Inter- 
state Commerce Commission to perform the duties 
originally outlined for it. 

Therefore, be it Resolved, That we petition Congress 
to so amend the Interstate Commerce law as to clothe 
the Commission with power to carry out the original in- 
tentions of the act. 

Engineers Club of St. Louis, 

The annual dinner was held Dec. 15, at the Southern 
Hotel, at 8:30 p. m. After dinver the meeting was called 
to order by President Flad. There were 89 members and 
6 visitors present. 

The President announced that the result of the ballot 
for officers for 1898 was as follows: President, Wm. H. 
Bryan; Vice-President, B. H. Colby: Secretary, Richard 
McCulloch; 7reasurer, Thomas B McMath; Librarian, 
E. J. Jolley: Directors, Edward Flad, John A. Laird; 
Members of the Board of Managers of the Association 
of Engineering Societies, J. B. Johnson, Arthur Thatch- 


er. 

The proposed amendment to the constitution had been 
carried by a vote of 91 for the amendment and 8 against 
it. 

President Flad then addressed the club, giving a re- 
sume of the work of the year. He then introduced the 
new president, Mr. Wm. H. Bryan, who presided during 
the remainder of the evening. Mr. Bryan made an ad- 
dress in taking the chair, in which he outlined some of 
the plans for the next year. 

Col. E. D. Meier then responded to the toast ‘‘ The 
Engineer Socially Considered.” He gave a humorous 
account of the origin of engineers and engineering and 
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advised engineers to devote more attention to the social 
side of life. Mr. M. L. Holman responded to the toast 
‘* Wanderings Abroad.” He gave an account of a recent 
trip to Germany, his remarks being replete with humor 
and wisdom. The toast of ‘Early Experiences” was 
responded toby Mr. Henry Branch. The ups and downs 
of the young engineer were the subject of his remarks. 
Mr. FE, A. Abbot then addressed the club on the subject 
ot ‘* The Engineer as a Contractor.” After remarkin 
on the universal suspicion which seems to attach itsel 
to the contractor, he prophesied the approach of a golden 
age when all contractors would be engineers, and all 
extra work bills would be paid without question. In- 
formal remarks were made by Prof. J. B. Johnson and 
Prof. C. M. Woodward. 


Western Railway Club. 

A regular meeting of the Western Railway Club was 
held Tuesday, Dec. 21, at the Auditorium Hotel, 
Chicago. The Secretary read the names of 25 applicants 
for membership, and also an invitation from the Niles 
Tool Works for the members of the Club to visit the 


‘works of that company at Hamilton, O., on Tuesday, 


Dec. 28, 

President Delano announced that the topic for discus- 
sion at the next meeting would be “Rails and Track,” 
and that the subject would be considered under the fol- 
lowing heads: : 

What are the advanteges of heavier rvils? 

What is the most economical weight of rail? 

Are the qualities of rails affected by changes in weight? 

What are the proper specifications for rails? 

What are the proper tests for rails? 

What is the safe maximum load per running foot for rails of 
various weights? 

It is expected that the members before the next meet- 
ing will prepare themselves for discussing one or more 
of these sub topics, and also that discussions .and data 
will be furnished by a number of engineers not mem- 
bers of the Club ; 

A paper, “Pooling Loccmotives and Locomotive 
Crews,’ was presented by Mr. J I. Deems, of the Chi- 
cago, Burlington & Quincy Railroad. ‘Ibis paper de- 
scribed briefly the systems for handling locomotives and 
crews in use previous to the introduc: ion of the pooling 
system, and the causes which led upto the pooling of 
engines. Various letters were presented from roads 
which have had the pooling system in use for a number 
of years, and from these and Mr. Deems’ personal ex- 
perience the following conclusions are drawn: Under 
the pooling system the engines make an increased mile- 
age; if anything, the locomotive repairs under this sys- 
tem are reduced and the same work can be done with 
about 20 per cent. less motive power. 

An extended discussion followed the presentation of 
the paper and a wide difference of opinion prevailed 
among some of the members as tothe merits of the 
pooling system compared with the systems in use on 
various Western roads Much of this difference of 
opinion could be traced directly to an improper under- 
standing of what Mr. Deems considered an engine pool. 

A portion of acaraxle was shown at the meeting 
which had been made by piling eight iron bars about a 
central steel bar forming a composite axle. A discus- 
sion of the advisability of using such axles showed that 
good forged steel axles were much to be preferred to 
— wrought-iron axles as now made, or composite 
axles. 

A short discussion was held as to whether car builders 
were justified in turning out cars the drawbars of 
which were more than 34% in. above the top of the rail 
when the cars were empty. ‘he general opinion seemed 
to be that the drawbars of new cars should not be made 
above the standard height, but that if such was done the 
railroads and not the car builders were to blame, as the 
cars were constructed under rigid specifications fur- 
nished by the railroads. 

Central Railway Club. 

The November meeting of the club was held at the 

Tower Hotel, Niagara Falls, President John Mackenzie 


in the chair. ; F 
rhe report of the committee having the subject 


“Springs for Freight Car ‘Trucks,’ was postponed, as ° 


more time was required to complete drawings, which it 
was desired to submit. A topical discussion, ‘Journal 
Bearing Keys: Their Proper Relation to the Journal 
Bearing and Box,’’ was also postponed, as Mr. Ball, who 
had the subject in charge, wasabsent. 


REMOUNTING CAR WHEELS. 


Mr. John S Lentz opened the topical discussion on 
mounting second-hand wheels, as embodied in the ques- 
tion presented by Mr. Higgins, “How are we to use the 
measurement 4 ft. 634 in, as notec_on page 10 of the 
M. C. B Code that went into effect —_ 1, when mount- 
ing second-hand wheels where it is only necessary to re- 
move one wheel, the wheel lett on the anxle having worn 
flange, but not worn bad enough to condemn it ?”’ 

Mr. Mackenzie explained how the measurement was 
made, namely, 4 ft. 634 in. from the thorat of the flange 
of one wheel to the inside of the flange of the other. 
Mr. Macbeth thought the gage was of no use on second- 
hand wheels, and that it could not be done and still have 
both wheels true with regard to the center of the axle. 
In this opinion others concurred. President Mackenzie, 
further explaining Mr. Higgin’s question, said that the 
point was: If the flange is worn of the whee! that re- 
mains on the axle, how much wider spread should you 
make the wheels than if the flanges were full? Or, in 
other words, would you instead of making the wheels 
between the flanges 4 ft. 514 in. as the old practice was, 
make them 4 ft. 53¢ as the rulenow calls for, the 1} in. 
beirg worn on the flange that is thinner, requiring the 
pressing of the wheels out. 

Mr. Mackenzie concurred with others that the general 


practice of mounting second-hand wheels by maintain- 
ing the old measurements between the flanges was 
wrong and a source of danger to guard rails. r. Mc- 


Carthy thought that the principle of the new code was 
undoubtedly a correct one and that the practice quite 
general in mounting second-hand wheels to keep the 
back of the wheel right at all times was a source of 
e.ror oftan the cause of derailments, and one of the 
errors which led to the adoption of the rule 

In connection with the discussion Mr. Slocum, by vote 
of the meeting, read an articlefrom the Railroad Ga- 
zetteof Aug 27, by Mr. Edward Grafstrom, ‘tWheel 
Mounting and its Relation to the Gage,” which travested 
upon several poiats of the discussion 

It was the sense of the meeting, and a motion to that 
effset was carried. that it was unmechanical and not 
zood shop practice to, in mounting second-hand wheels, 
remove only one wheel from the axle and try to mate it 
with another; both wheels should be pressed off, and 
before mounting two wheels should be selected, mating 
a3 hear as possible. 

A motion was put “ that the figures of the M. C, B. 
A. code, of 4 ft. 684 in. from the throat of the flange of 
one wheel to the inside of the flange of the other, is good 
Practice. and should be followed by the members of the 
Central Railway Club.” Mr. Robson said that he 


thought it would be good practice as far as new wheels 
are concerned, but for old wheels it was all humbug. 
The motion was lost. , 

The following committees were appointed, on accept- 
ance of invitation of President Griffin, of the New York 
Car Wheel Works, to attend aseries of car-wheel tests: 
A.C. Robson, J. A. Bradley, John Magarvey: annual 
entertainment, F. B. Griffith, O. P. Litchworth. C. E. 
Rood, E, A. Benson, H. H. Hewitt; nominations, E. 
Chamberlain, A. C. Robson, H. C. McCarthy, P. E. Gar- 
rison, J. A. Bradley. . 

The next meeting will be held at the Hotel Iroquois, 
Buffalo, N. Y., Friday, June 14. There will be an elec- 
tion of officers and the business session will be preceded 
by a car wheel test at the New York Car Wheel Works. 
The report and the discussion postponed at the November 
meeting will be taken up, also the topical question sub- 
mitted by Mr. J. R. Petrie: ‘‘In receiving cars loaded, 
can they be refused by the receiving company when 
they are 341¢ in. from the topof the rail ?” 


PERSONAL. 











—Mr. T. A. Kearns has resigned as Traveling Auditor 
of the International & Great Northern. 
—Mr. E. La Lime, heretofore Su 
Master Mechanic of the New Yor 
resigned. 

—Mr. H.S. Reardon, heretofore Superintendent of 
the Chicago, Peoria & St. Louis, with headquarters at 
St. Louis, has resigned, to take eftect Jan. 1. 

—Mr. Don Alexander, Assistant General Freight 
Agent of the Chesapeake & Ohio, with headquarters 
at Louisville, Ky., has resigned, to take effect Jan. 1. 


—Mr. Benjamin N. Starks, Superintendent of the St. 


rintendent and 
& Ottawa. has 


Louis and Henderson Division of the Louisville & Nash- 
— at Evansville, Ind., has resigned. Effective 
an. I. 


—Mr. Marshall Newell, Assistant Division Superin- 
tendent of the Boston & Albauy, was killed by a loco- 
— in the yards at Springfield, Mass., on Christ- 
mas Eve. 


—Mr. Frank S. Hammond has resigned his office of 
Assistant General Manager of the Kansas City, Pitts- 
burgh & Gulf, with headquarters at Kansas City, Mo. 
That office has been abolished. 


—Mr. Robert Gillham, General Manager and Chief 
Engineer of the Kansas City, Pittsburgh & Gulf and 
controlled lines, has been elected a member of the In- 
stitution of Civil Engineers of England. 


—Capt. Edmund A. Morse, of Rutland, Vt., died at 
his home, Dec. 24. He was in charge of the rebuilding 
and maintenance of railroads in the Gulf Department, 
by order of General Banks at the close of the Civil War. 


—Mr. Powhatan Wooldridge, of St. Louis, Soliciting 
Freight and Passenger Agent of the International & 
Great Northern, died at San Antonio, Tex., Dec. 15. He 
was formerly connected with the Texas & Pacific at 


Dallas. 


—Charles Ewing Green, LL.D., President of the 
Board of Trustees of Princeton Theological Seminary, 
died at Princeton, N. J., Dec. 23, at the age of 57. Dr. 
Green was a director of the United New Jersey Railroad 
& Canal Co. 


—Mr. Thomas Kingston, died in Madison, Wis., Dec. 
20. He would have been 101 years old on Jan. 20. He 
was a contractor of one of the first railroads building to 
reach Madison, Wis., and lost his fortune in the work, 
which was abandoned. 


—Mr. William Henry McDoel, Vice-President and 
General Manager of the Chicago, Indianapolis & Louis- 
ville, will complete his 33d year in an official capacity 
on Jan. 1, He entered railroad service in 1860, in a 
clerical capacity. 


—Mr. William H. Peddle. Superintendent of the New 
Jersey Central Division of the Central of New Jersey, 
with headquarters at Jersey City, N. J., has resigned. 
Effective Jan. 1. Mr. Peddle will be connected with 
the Old Colony Line hereafter. 


—Mr. N.S. Pennington. heretofore Traffic Manager 
of the Fiorida Central & Peninsula, has resigned on ac- 
count of ill health; his resignation to take effect Janu. 1. 
Mr. Pennington was with the road as General Freight 
Agent before being appointed Traffic Manager in Jan- 
uary, 1889. 


—Mr. George Francis Hess, who for 47 years was in 
the employ of the Central of New Jersey, and for 25 
years occupied the position of Paymaster with the com- 
pany until about a year ago when he was retired ona 
pension, died at his home in Elizabeth, N. J., Dec. 26, of 
apoplexy. He was born in Easton, Penn., 72 years ago, 
being the son of Judge George Hess, one of the founders 
of Lafayette College, and the first Mayor of Easton. 


—Mr. Horoce G. Burt, who is to be the President of the 
Union Pacific, is a railroad man of experience, originally 
a civil engineer. He has served as Chief Engineer of 
the Chicago & Northwestern, General Manager of the 
Fremont, Elkhorn & Missouri Valley and Sioux City & 
Pacific railroads, and Assistant to the President of the 
Chicago, St. Paul, Minneapolis & Omaha Railroad. He 
became Third Vice-President of the Chicago North- 
western about a year ago. 


—Mr. Samuel Sloan, President of the Delaware, Lacka- 
wanna & Western, was the recipient on Thursday, 
Dec. 23, of a solid gold tea service made by Tiffany & 
Co. and valued at $16,000, the gift of the officers and 
omppeess of the road in commemoration of Mr. Sloan’s 
80th birthday, which occurred on Dec. 25. It appears 
that Mr. Sloan first learned of the intended testimonial 
from the newspapers and, according to the reporters, he 
strongly disapproved of the project, saying that sub- 
scriptions to such a lavish gift would necessitate fewer 
or cheaper gifts for the wives and children of the 
subscribers; but it seems that the uumber of 
“employees”? contributing was only about 250, 
trom which it would appear that their contri- 
butions averaged $64 each. It is pretty safe to 
conclude, therefore, that the horny-handed section man 
and the low salaried clerk did not take a very promi- 
nent share in the matter. The committee which 
secured the money and decided upon the char acter of 
the gift consisted of H. C. Hicks, General Freight 
Agent, Chairman; W. F. Holwill, J. B. Marston, A. H. 
Schwarz, L. B. Foley, A. C. Salisbury, G. E. Zippel, A. 
H. Storrs, and G. A. Holden, treasurer. The presenta- 
tion speech was made by Vice-President E. R. Holden. 

Mr. Sloan entered railroad service in 1854 with the 
Hudson River Road, and became President of the Dela- 
ware, Lackawanna & Western in August, 1867. Heis 
also President of 10 other roads. : 


—Dr. Arnand J. De Rosset, of Wilmington, N.C... 
who died on Dec. 9. was probably the oldest railroad 
director in the country, having been in the board of the 
Wilmington & Weldon for 55 vears. He was born in 
Wilmington, October 6, 1807. He was the son of Dr. A. 
J. De Rosset, and there had been a Dr. De Rosset in 
Wilmington continuously for 156 years. = 

Dr. De Rosset did not greatly enjoy the practice of 
medicine; and he abandoned it once, resuming practice 
later at the solicitation of his neighbors; but he finally 
abandoned it and went into, manufacturing. In 1860, in 
company with John P. Brown, he established a mercan- 
tile house, which became large and prosperous. The 
troubles following the war made it necessary to wind up 
the business, and the situation was so bad that the firm 
could easily have settled for 50 cents on the dollar. but 
Dr. De Rosset turned over all his private property and 
piid every cent. In 1849 Dr De Rosset conducted the 
Wilmington & Weldon through difficult financial 
straits, going to England to buy rails, when the 
credit of the road was almost worthless. The Doc- 
tor’s experiences in England were very dishearten- 
ing, but he finally succeeded in inducing two firms of 
railmakers to take bonds for rails. the state of North 
Carolina having released its mortgage on the road. 
Again, in 1865, Dr. De Rosset went to England, and was 
successful ia getting an extension of time from English 
bondholders. He accepted no compensation for either 
of these missions. Dr. De Rosset was an active and 
zealous member of the Episcopal Church, and had been 
Senior Warden for nearly 50 years, as well as Treasurer 
of the Diocese of East Carolina. 








ELECTIONS AND APPOINTMENTS. 





Baltimore & Ohio Southwestern.—The officeof Super- 
intendent of Bridges and Buildings has been abolished. 
H. M. Hall, with headquarters at Washington, D. C., 
was the Superintendent. 


Canadian Pacific.—H. C. Carter has been appointed 
General Agent for Alaska and lhe district of the Yukon, 
with headquarters at Vancouver, B. C. 


Central of New Jersey.—George H. Frech, General 
Train Dispatcher at Roselle. N. J., has been appointed 
Division Superintendent. with headquarters at Jersey 
City, succeeling W. H. Peddle, resigned. 


Central of Georgia.—S. C. Hoge, heretofore Superin- 
tendent of the First Division, with headquarters at 
Macon, Ga.. has been appointed agent at Macon, suc- 
ceeding H. Yonge, resigned. B. C. Epperson, hereto- 
fore Superintendent of the Second Division, has been 
appointed tosucceed Mr. Hoge at Macon. Jesse H. 

all, heretofore Trainmaster of the Southern Division. 
has been appointed Superintendent of that Division, 
succeeding Mr. Epperson. Frederick Robinson, City 
Ticket Agent at Atlanta, Ga., has been appointed 
Traveling Passenger Agent, with headquarters at Chi- 
cago, Ill. W.H. Stulb, heretofore Master Mechanic, 
with headquarters at Augusta, has been appointed 
Master Mechanic at Macon, Ga., succeeding John 
Dempsey, resigned. 


Charleston & Western Carolina —Wm. McLeod has 
resigned as Auditor to accept other service with the 
company; the accounting departments of this company 
are consolidated with E. W. Millsin charge as Auditor, 
with headquarters at Augusta, Ga.; effective Jan. 1. 


Chesapeake & Ohio.--The office of Assistant General 
— Agent at Louisville, Ky., will be abolished after 

an. 1. 

Chicago, Peoria & St. Louis.—C. Millard, Superin- 
tendent of the St. Louis, Chicago & St. Paul, has been 
appointed Superintendent of the Chicago, Peoria & 
St. Louis, succeeding H.S. Reardon, in addition to his 
present duties. The office of General Manager H. W. 
Gays, of the Chicago, Peoria & St. Louis and the St. 
Louis, Chicago & St. Paul, will be transferred from 
Springfield, Ill., to St. Louis, on Jan, 1. 


Cleveland, Cincinnati, Chicago & St. Louis.—C. O. 
Stimson, Division Freight Agent at Lafayette, Ind., 
whose appointment as Assistant General Freight Agent 
with the Chesapeake & Ohio was noted in our issue of 
Dec. 17, has declined the appointment, it having been 
made to his interest to stay in his precent capacity, with 
headquarters at Lafayette, Ind. 


Columbus, Fulton & Northern.—The stockholders of 
this company, referred to in another column, met at 
Columbus. Dec. 16, and elected officers and directors as 
follows: President, Newman Cayce; Vice-President, J. 
T. Senter; Secretary, J. Walker; General Cou nsel, J. W. 
Buchanan; other Directors, David Johnson, T. B. Frank 


lin, W. B. Walker; W. B. Fitzgerald and Thomas J- 
O'Neil. 
Columbus, Sandusky & Hocking Valley.—T. M. 


Downing, Master Mechanic at the shops in Delaware, 
O., has been — Superintendent of Motive Power 
to succeed F. P. Boatman, rasigned, at Columbus, O 
Effective Dec, 20. 


Georgia Southern & Florida —S. M. Brown has beet. 
appointed General Agent, with headquarters at Macon, 
Ga., and the office of Traveling Freight Agent, formerly 
held by H A. Gibson. with headquarters at Macon, Ga., 
[ — abolished. Change and appointment effective 

an. 1, 


Guadalupe Valley.—At the meeting of the stockhold- 
ers of this company, referred to in another column, held 
at Victoria, Tex., Dec 20, the following Directors were 
elected: J. M. Brownson, J. F. Welder, G. A. Levi, J. 
K. Hexter, J. A. McFadden, J. D. Mitchell. 


Intercolonial.—T. E. Dodd, for many years in charge 
of the Traffic Department of the Grand Trunk, has been 
appointed Chief Clerk of the Freight Department of the 
Intercolonial, with headquarters at Moncton, N. B. He 
will assume his new duties on Jan. 1. 


International & Great Northern.-—J. S. Dallan has 
been appointed Traveling Auditor, with headquarters 
at Palestine, Tex., succeeding T. A. Kearn, resigned. 


Kansas City, Pittsburgh & Gulf.—¥. Mertsheimer, 
heretofore Superintendent of Motive Power and Equip- 
ment, with headquarters at Kansas City, Mo., has been 
appointed to the newly created office of General Super- 
intendent, with headquarters at the same place. A. F. 
Rust has been appointed Engineer of Maintenance of 
Tracks and Bridges; F. T. Robertson and O. H. Critten- 
den have been appointed Assistant Engineers. 


Louisville & Nashville—W.S. Martin, heretofore Su- 
perintendent of the Main Line Division, with head- 
quarters at Louisville, has been transferred to Evans- 
ville, Ind., succeeding B. F. Dickson as Superintendent 
of the St. Louis and Henderson Division. B. M. Sparks, 
Assistant Superintendent of the South and North Ala- 
bama and Birmingham Mineral Division, with head- 
quarters at Birmingham, has been appointed to succeed 
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Mr. Martin as Superintendent of the Main Line. Hein 
turn will be succeeded by J. L. Welch, Train Master of 
the south end of the North and South Divisions, with 
headquarters at Birmingham. Changes and appoint- 
ments effective Jan. 1. 


Maine Central.—A. A. White has been appointed Di- 
vision Superintendent in charge of the company’s line 
east of Bangor, with headquarters at Bangor. Me., suc- 
ceeding Henry F. Dawst, resigned. (See these columns 
for last week.) 


Memphis & Charleston.—C. P. Cooper, heretofore 
Paymaster, has been appointed Auditor, succeeding A. 
H. Plant, resigned, with headquarters at Memphis, Tenn. 
Effective Jan. 1. 


Mexican Central.—Harry J. Snyder has been ap- 
pointed Commercial Agent at New Orleans, La., 
succeeding J. F. Donahoe. He took charge of his new 
office Dec. 18. Mr. Snyder was formerly in the General 
Freight Agent’s office in the City of Mexico. 


Mobile & Ohio.—Mr. A. W. McIntosh has been ap- 
pointed Assistant Secretary and Transfer Agent, with 
headquarters in New York City. 


New York & Ottawa.—The duties of Superintendent 
and Master Mechanic have been assumed by C. B. Hib- 
bard, with headquarters at Moira, N. Y., succeeding 
EK. La Lime, resigned. 


Ohio River.—E. La Lime, heretofore Superinteudent 
and Master Mechanic of the New York & Ottawa, has 
been appointed Master Mechanic of the Ohio River road, 
with headquarters at Parkersburg, W. Va. 


Pennsylvania.—Arthur Hale, Chief Clerk in the office 
of the General Superintendent of Transportation at 
Philadelphia, Pa , has been appointed to fill the newly 
created office of Superintendent of Telegraph : appoint- 
ment effective Jan. 1. Headquarters at Philadelphia. 


Rochester & Irondequoit.—At the annual meeting of 
the stockholders held at. Rochester, N. Y., Dec. 21, Hay- 
wood Hawks, William Purcell and Joseph C. Tone were 
elected directors. At the meeting of the directors held 
same place and time, Max Brickner was elected Presi- 
dent, to succeed J. N. Beckley, who refused re-election; 
George W. Archer was elected Vice-President and 'red- 
erick P. Allen Treasurer, succeeding Frederick Cook. 


St. Louis & San Francisco.--G. W. Martin, heretofore 
General Agent, with headquarters at Denver, Col., bas 
been appointed General Western Agent. Appointment 
effective Jan. 1. 


Southern Railway.—The offices of Mechanical Engi- 
neer, General Superintendent, Superintendent of Trans- 
portation, General Storekeeper and Fuel Agent have 
been abolished, and the Chief Engineer will be relieved 
of the charge of Maintenance of Way. W. H. Green has 
been + oe Assistant General Manager, to have 
charge of Real Estate Leases within and adjacent to 
right-of-way lines, United States Mail Service, and 
Marine, Surgical, Insurance, Fuel and Dining Car De- 
partments; J. H. Barrett has been appointed General 
Superintendent of fransportation, in charge of Train 
and Station Service and the operation of Motive Power 
and Rulling Equipment. W. H. Peddle has been ap- 
pointed General Superintendent of Maintenanceof Way, 
with headquarters at Wa hington, D.C. Appointments 
and changes effective Dec. 27. 

A. L. Langellier, heretofore Agent for the Land and 
Industrial Department of the Southern in Boston and 
other sections of the East since March, 1896, has re- 
signed to engage in other business. He will be suc- 
— by L. Scott Allen, with headquarters at Boston, 

ass. 

A. H. Plant has been appointed Auditor, with head- 
quarters at Washington, D. C , succeeding G.C. Hobbs. 
Appointment effective Jan. 1. Mr. Plant was formerly 
Auditor of the Memphis & Charleston. 


Union Pacific.—Horace G. Burt, Third Vice-President 
of the Chicago & Northwestern, has been selected by 
the Reorganization Committee for the Presidency of the 
reorganized Union Pacific, succeeding S. H. H. Clark. 
The Board of Directors is to include Winslow S. Pierce, 
Chaitman; James Stillman, Marvin Hughitt, President 
of the Chicago & Northwestern: Roswell Miller, Presi- 
dent of the Chicago, Milwaukee & St. Paul; K. H. Har- 
riman, Louis Fitzgerald, Henry B. Hyde, John W. 
Doane, Otto H. Kahn, T. Jefferson Coolidge, Jr., George 
J. Gould, Oliver Ames, George Q. Cannon and Jacob H. 
Schiff. Oliver W. Mink isto be Vice-President in charge 
of the New York office. Mr. Burt’s selection as Presi- 
dent is intended to carry into effect the policy deter- 
mined upon by the Reorganization Committee. 


Vining & Coleman.—The officers of this company, re- 
ferred to in another column, are as follows: President, 
Will L. Vining; Secretary, E. A. Lindsey; Chief Engi- 
yineer, W. G. Sweed, all of Austin, Tex. 





RAILROAD CONSTRUCTION, 
Incorporations, Surveys, Etc. 





Charleston, Clendennin & Sutton.—This company, 
which is now operating a railroad from Charleston, 
W. Va., east 50.8 miles to Clay Court House. W. Va., 
along the Elk River Valley, will extend the line north- 
east 50 miles to Sutton, beginning work as soon as the 
weather opens in the spring. The company has the road 
graded 13 miles beyond Clay Court House, and has ties 
and rails piled up along the right of way ready to be 
laid. Work on the road was stopped last summer, when 
the directurs learned that a syndicate had bought up 
170,000 acres of land bordering both sides of the right of 
way, a distance of nearly 30 miles, and that this land, 
known as the Cameron tract, was to be held for specula- 
tion and would not be developed. As development and 
the creation of coal and timber freights was the object 
of the builders, they decided to stop till arrangements 
could be made for openiag up this 30 miles of wilder- 
ness. These arrangements were made in Philadelphia 
last week by Superintendent Charles K. McDermott, 
and he authorizes the statement that work will begin in 
the early spring. : 


Choctaw, Oklahoma & Gulf.—It is reported that 
work has been begun on the extension of this line from 
Fort Reno, Okla., west 80 miles to Arrapahoe. (See this 
column for Jan, 15.) 


Colorado Valley,—It is officially stated that the work 
of construction on this road is being pushed on as rap. 
idly as possible, and that the company expects shortly 
to begin building from the southern end. The road is 
projected to run from Sweetwater, Tex.. southeast to- 
ward San Antonio and Austin. Irving Wheatcroft, of 
Sweetwater, is Vice-President and General Manager. 
(See this column for Noy. 19.) 


. actual building begin by Jau. 1. 


Columbus, Fulton & Northern.—This road is 
being organized at Co- f 
lumbus, Miss , to build a croquet 
line from that city north- *'V®* 


east. about 240 miles 

























through Fulton, Miss., (Saari 
and Pittsburgh lLand- THomas \%, ey + 
ing, Tenn., to Nashville. *<. 


For officers seeanother 


column. 


Duluth & Iron Range. 
—it is reported that the 
work of building has 
been begun on the 18 
miles of new track from 
Waldo, Minn , to Colquet 
River to replace the old 
road. The Drake-Strat- 
ton Co., of Pittsburgh, 
Pa., has the contract. 
Part of the road will be 
double-tracked, and the 
heaviest cut will be 45 ft. 
The company recently in- 
creased its capital stock 
from $3,000,000 to $10.- 
000,000 to make this and 
other improvements. (See 
this column for Oct, 22.) 


*, 
ee 
MEW Livery wil. 


Improvement on the Duluth & 
lron Range. 


Duluth, Mississippi & Northern—It is stated that 
this road will build about 15 miles of new road into the 
lumber district during the Winter. 


Florida Construction Co.—This company has been 
incorporated in Florida with a capital stock of $10,000 
to build, equip and operate railroad lines. The incor- 
porators are T. F. McGarry, R. lL. Burtsell and Don J. 
Leathers. 

Guadalupe Valley.—The Guadalupe Construction 
Co. was incorporated in Texas, Dec. 17,. with a capital 
stock of $400,000 to build this proposed line from San 
Antonio east about 225 miles to Galveston,with a branch 
north to Temple and another south to Brownsville. It 
is stated that final surveys will be made at once and 
John P. Nelson, of San 
Antonio, Tex , is General Manager of the construction 
company. 

Gulf, Louisiana & Great Northern.—It is officially 
stated that the contract for building and equipping this 
road from Vermilion Bay, on the Gulf of Mexico, north 
through the state of Louisiana to the state line of Ar- 
kansas, has been let to the St. Louis Construction Co., 
1101 Chemical Building, St. Louis, Mo., of which com- 
pany D. P. Alexander is President and George J. Porter 
Secretary. The work is to commence on the line be- 
tween Alexander and Arcadia, 126 miles, in January. 
Of the total line 115 miles has been surveyed, the 
maximum grade being 1 per cent., and the maximum 
curvature 3 deg.. At Alexandria, across Red River, a 
steel bridge will be built with a 300 ft. draw and a total 
length of 900 ft. for railroad and wagon traffic. 

The company states that the total length of the road 
when completed will be 1,800 miles, with St. Paul, 
Minn., as its northern terminus. The work on the whole 
line will be let as fast_as the necessary preliminary ar- 
rangements can be perfected. Jos J. Waitz, of Atchi- 
son, Kan., is President and General Manager, and 
Charles F. Rock, of St. Joseph, Mo., Secretary. (See 
this column for Dec. 17.) 

Kansas City, Osceola & Southern.—Official con- 
firmation is received that George S. Good & Co., of Lock 
Haven, Pa., has received the contract for building the 
proposed extension from Osceola, Mo., southeast 40 
miles to Bolivar, to connect with the St. Louis & San 
Francisco, This work is heavy and will be started at once. 
The headquarters of the construction company are at 
Bolivar, (See this column for Nov. 12 and Dec. 10.) 


Mississippi River, Hamburg & Western.—A deed 
of trust has been filed in the office of the County Clerk 
at Hamburg, Ark., to the Colonial Trust Co., of New 
York City, to secure the payment of $400,000 of 20-year 
gold, bearing five per cent. interest, bonds to be used in 
building and equipping the Eastern Division of this road 
from Gaines Landing. on the Missouri River, west to 
Hambu'g, 46 miles. (See this column for Sept 3.) The 
state has given a grant to this company of 1,000 acres 
for each mile of railroad built in Ashley and Chicot 
counties. It is stated that the work is to be begun soon 
and to be completed about April 30 next. 


Mobile & Ohio.—It is reported that construction 
trains are running from Columbus to the west bank of 
the Warrior River on the extension of this road from 
Columbus southeast 168 miles to Montgomery, Ala. 
The bridge work at Montgomery has made rapid prog- 
ress, and the superstructure is about to be begun. 
Work on the buildings at Montgomery will be taken up 
as soon as the grade at Molton and Catoma streets in 
the city is completed. (See this column for Nov. 5.) 


Ohio River.—This company, in pursuit of the policy 
it has been following the past two years, is practicaily 
reconstructing its roadbed between Parkersburg and 
Huntington, W. Va. Wherever practicable, trestles 


are being filled in, sharp curves eliminated, and wooden . 


bridges and culverts replaced with stone and steel. 
There are two steam shovels and two full crews at work 
filling in three long trestles between Mustaphaand Har- 
ris Ferry, at the same time cutting away a long point 
between the two stations that has necessitated a sharp 
curve. 
bridges between Parkersburg and Ravenswood. 


Potosi & Rio Verde Construciion Co , Mexico.— 
This company has been incorporated in'New Jersey with 
a capital stock of $10,0U0 to build and operate railroads 
in Mexico. The iucorporators are Geo. F. Peabody, 
Brocklyn, N. Y.: Henry B. Closson, of Orange, N. J.; 
Charles J. Nourse, Jr., of New York, and Robert S. 
Towne, of Kansas City, Mo. 


Richmond, Petersburgh & Carolina.—Nearly all 
the grading has been completed on the section between 
Petersburgh, W. Va., and Ridgeway, N. C., 38 miles, 
and only about one mile remains to be graded at 
a point about 2U miles below Petersburgh, where tha 
road is to cross the Roanoake River. Work is now in 
progress on the bridge over the river. The company 


The bridge force is working on three new 


expects to have the section of 38 miles completed and 
equipped by March 1, using 68-lb. rails. All the work 
so far has been done by the company, but contracts will 
be let for the heavier work. Gen. James S. Negley, 136 
Liberty St., New York, is President. 


Southern.—It is officially stated that about four miles 
has been graded of the extension of the North Carolina 
Midland Division from Mocksville, N.C., northeast 28 
miles to Mooresville on the Charlotte & Taylorsville 
Division. About 500 men and 200 teams are now at work. 
T. B. Jones & Co., of Baltimore, Md., has the general 
contract The sub-contractors are J. D. Pruden, Wat- 
kins & Hardway, of Mocksville; Batchelor & McGouden, 
J. C. Moure, Gibbs & Hemphill, J. J. Condon, Neal & 
Pierce, Cleveland, N. C ; Carpenlio Bros., Vanpah & Co., 
Mooresville. 


Uniontown, Waynesburg & West Virginia.—This 
company was incorporated in Pennsylvania, Dec. 28, with 
a capital stock of $1,000,000 to build a line from Union- 
town, a point on the Baltimore & Ohio, west about 50 
miles through Waynesburg tothe Forks of Union Creek. 
The incorporators are: W. H. Daly, President; Jonathan 
Barrett, F, Protzman, Sr.. Bernard C. Fauth, Wm. W. 
C. Jones, B. E. Wheety, Frederick Kennel, S. Linton 
Roseburg, Wm. K. Codville, W. R. Miller, Edwin F. 
Tafel, D. S. Orcutt, all of Pittsburgh. 


Vining & Coleman.—It is officially stated that this 
road has been located and cross-sectioned, and the com- 
pany expects to begin grading early next year. The 
work will be easy, the maximum grade being one per 
cent. and the maximum curves 2 deg. ‘There will 
be no iron or steel bridges, but one timber bridge 200-ft. 
long. Contracts have been closed for 22 miles of rails 
delivered, and for ties; also for grubbing and clearing. 
The road as projected is toextend from a point on the 
Gulf, Colorado & Santa Fe, six miles south of Coleman, 
Tex., southward 20 miles to the Vining mines on the 
Colorado River. The road is being built by the Vining 
Coal Co., of Austin, Tex., and the company has_per- 
mission from the Railroad Commission of Texas to issue 
mai in bonds. The officers are given in another 
coiumn. 


Webster Springs.—'This company has been incor- 
porated in West Virginia, with a capital of $100,000, to 
build a railroad from Webster Springs, Webster County, 
W. Va., down Elk Fork of Williams River, to the 
mouth of Big Run, in the same county, and thence by 
way of Big Run, and a northerly route toa connection 
with the West Virginia & Pittsburg Railroad, at or 
near the mouth of Laurel Creek, of McAvey Run, about 
30 miles. The road is to be built to open an all rail 
route to the Webster Springs, a health resort, and to 
develop the coal and timber resources of Webster 
County. The incorporators are: Senator Johnson N. 
Camden, Meyer Newberger, G. L. Watson, and W.N. 
Miller, of Parkersburg, W. Va.; Wesley Mulbollan, of 
Charleston, W. Va.; and Nathan Bushnell, of New 
York. The principal office of the company will be at 


Parkersburg, W. Va. 


Wheeling & Connellsville.—The incorporation last 
week of the Uniontown. Waynesburg & West Virginia 
Railroad has led the projectors of the Wheeling & Con- 
nellsville, chartered several yearsago to build a road from 
Wheeling, W. Va., to the Pennsylvania state line, to 
begin a movement toward the early consummation of 
their plans. A meeting of stockholders is to be held this 
week to revive the charter and enter into negotiations 
with the Pennsylvania corporation. The road is designed 
tu be a coke carrier between Connellsville and the 
Wheeling iron manufacturing district. 








Electric Railroad Construction. 
Amherstburg, Ont.—Mr. Joseph De Gurse, C. E., it 
is reported, is making estimates for grading, bridges, 
culverts. etc., for an electric railroad from Ambherst- 
burg to Windsor and Harrow. 


Berlin, Ont.—The Galt & Preston Electric Railway 
will probably be extended to Berlin. 


Breoklyn, N. Y-—Articles of incorporation of the 
United Railroad Commons. of Brooklyn, were filed on 
Monday of this week. e capital stock is 000, 
made up of shares of $100 each. Under the charter of 
the original company, of which this is a reorganization, 
the company is authorized to builda road in Brooklyn 
between Fulton Ferry and Evergreen Cemetery on Ful- 
ton, Washington, Navy and other streets and avenues. 
The Directors are: Henry C. Barrow, John M. Ward, R. 
B. Smith, Henry Wyse and Walter F. Downs, of 
Brooklyn; H.C. Evans, J.C. Farvey,.C. M. Bates and 
F. W. Bruckle, of New York. 


Catoctin, Md.—Surveys have been completed for the 
Catoctin & Myersville electric road, and it is under- 
stood that the directors propose to begin building at an 
early dite. 


Charleston, S. C.—The Charleston & Seashore Rail- 
road Co. isa new company reported organized to build 
an electric road to Long Island, a summer resort. 


East St. Louis, I11.—The St. Louis, Bellville’& Sub- 
urban Railroad which is building between East St. 
Louis aud Bellville, will continue on its work all winter 
and hopes to get into operation May 1. They are now 
receiving bids on machinery, contracts for all other ma- 
terials having been let. This company also has an office 
at 1110 Ft. Dearborn Building, Chicago. 


Key Port, N. J.-—The Monmouth Traction Co. has 
been incorporated to build and operate an electric rail- 
road. Among the incorporators are: Edward Morrell, 
of Tennessee; Henry V. Massey, of Philadelphia; M. Bb. 
Perkins, Beverly, N. J ; Aifred B. Stoney, Keyport, N. 
J. Capital stock, $1,000,000, $25,000 paid in. It is re- 
ported that this company will purchase the Matteawan 
& Key Port Street Railway. 


Indianapolis, Ind.—The Elkhart, Goshen & Southern 
Railway Co. has been incorporated to build an electric 
road connecting the cities of Goshen, Elkhart and Lake 
Waninshee. Capital stock, $250,000. 


Kingston, Ont.—The promoters of the Kingston & 
Smith’s Falls Railroad will ask for a new charter with 
power to build an electric road between Kingston and 
Ottawa. 


Lansing, Mich.—The Lansing, St. Johns & St. Louis 
Railway Co. it is reported, has been organized with a 
capital stock of $250,000, of which $25,000 is paid in. The 
entire distance for which the company has obtained a 
charter covers 55 miles. The directors are: M. V. Mont- 

omery, Lansing, President; I. Hewitt, Maple Rapids, 

Jice-President ; F. L. Dodge, Lansing, Secretary ; A: B. 
Darragh, St. Louis, Treasurer. 
Lewiston, Me.—The Lewiston, Brunswick & Bath 


Electric Railroad Co. has been organized to build an 
electric railroad next spring between Lewiston and 
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Bath. The officers are: A. M. Shaw, President, Bath ; 
A. F. Gerald Vice-President and General Manager, 
Fairfield ; Elias Miliken, Treasurer, Augusta, 

The Lewiston & Auburn Horse Railroad Co. contem- 
plates building an electric road to Auburn and adjacent 
towns. H. W. True, General Manager. : 


Mt. Clemens, Mich.—The Detroit River & St. Clair 
Railroad Co., which is building an electric line between 
Mt. Clemens and Marine City, is now laying the rails 
from Chesterfield to New Baltimore. Ties have been 
laid to Marine City and the grading completed to that 
place. It is expected to have six cars placed in opera- 
tion before Feb. 1, over a part of the road. 


Oneonta, N. Y¥.—The contract for building the One- 
onta & Otego Valley Railroad Company's car house and 
ponte station, has been let to Andrew Douglas, of 

inghamton. 


Piermont, N. Y.—It is reported that A. B.- Wilgts, 
representing the Nyack Traction Co., has petitioned the 
ne of Trustees to run an electric road through this 
village. 


Rutland, Vt.—It is reported that a_ new electric rail- 
road will be built to operate in Rutland County and 
Messrs. J.J. Flynn and J.S. Pierson are mentioned in 
connection with the movement. 


Saco, Me.—We are authoritatively inform ed concern- 
ing the Saco River Electric Railroad Co. that Francis 
A. Hobart, 444 Beacon street, Boston, is chiefly inter- 
ested and will have the letting of the contracts. George 
Hayward, at same address, is the engineer. The road 
hag been entirely surveyed and building will commence 
in the spring. Contracts for grading, track laying, 
bridges and other work will be let soon by Mr. Hobart. 


St. Catherines, Ont.—A company is being formed 
and plans matured for building an electric road between 
St. Catherines and Port Dalhousie, to be completed by 
April next. D. Symmes, manager of the St. Cath- 
arines and Thorold electric road, is at the head of the 
new company. 


Southfield (S. I.), N. Y.—The New York Beach Rail- 
road Co. has been incorporated to build in this town a 
railroad 5 miles long. ‘he directors are: Albert Rey- 
nand, Newdorp, Staten Island; Ernest G. Wightman, 
Sen, and Charles N. Harris, 35 Nassau street, New 

ork. 


Sycamore, I!l.—It is stated that the Geneva Lake, 
Sycamore & Southern Electric Railway Co. has been 
incorporated, and will build a line from the south shore 
of Geneva Lake, Walworth County,'to Morris by way of 
Hebron, Woodstock, Meringo, Genoa, Sycamore, Cort- 
land and Hinckley. The directors axe said to be John 
B. Whalen, James Brenan, George Brown and George 
B. Morris, of Sycamore; Amos K. Bunker, J. R. Kellogg 
and Emil Arnold, of Woodstock. 


Topeka, Kan.—A charter has been filed for the Kan- 
sas City, Lawrence & Topeka Electric Railway & Power 
Co., the capital stock of which is said to be $3,000,000. It 
is the intention of the company to build an electric 
road for both freight and passenger traffic, the plan be- 
ing to use the water power from two dams, one at Law- 
rence and one near Holliday. The Directors are J. C. 
Johnson. Houston, Tex.; E E. Holmes and James Hag- 
gart, of Kansas City. Mo.; Henry McGrew, W. 1. Wood 
and F. N. Gossett, of Kansas City, Kan., and F. B. Pur- 
cell, of Manhattan. 


Waltham, Mass:—The Newton Street Railway Co. 
has asked for certain extensions of its line on Beacon 
and Lexington streets to the Lexington line, which 
seems to be a move to head off the proposed Lexington 
Street Railway Co. E. W. Burdett. 0! Boston, is counsel 
for the Lexingten Street Railway Co. 


Whitehall, N. ¥Y.-—-The Whitehall & Granville Rail- 
road is to be an electric line built for both passenger 
and freight service. As projected it will run from 
Whitehall through the villages of North Granville, Truth- 
ville, Middle Granville and Granville to West Pawlet, 
Vt. The total length is 22 miles and the estimated cost 
$280,000. G.S, Leavenworth, of Cincinnatus, N. Y., is 
the engineer. , 


Whitinsville, Mass.—The Blackstone Valley Railway 
Co. has begun the extension of itsline from Palmsville 
to Northbridge, and will petition the Northbridge au- 
thorities for permission to extend the line into Whitins- 
ville. 

Zanesville, O.—The Zanesville Street Railway & 
Electric Co., it is reported, has been placed in the hands 
of a receiver. 








GENERAL RAILROAD NEWS. 


Atchison, Topeka & Santa Fe.—The earnings for 
the month of November and the five months ended No- 
vember 30 were as follows: 








November: 1897. 1886. Inc. or Dec. 
Grogs earn.... ........ $3,889,247 $3,187,885 J. $701 261 
Oper. expen...........- 2,515,583 2,156,250 J. 359,333 

Net earn.... ......-- $1,373,664 $1,031,635 I. $242,678 
Fixed charges.... .... 146,307 172,935 =D. 26,628 

Inc. from operaticn. $1,227,355 $858,700 I. $868,656 

Five months: 

Gross earn.... ........ $16,816,651 $14,445.020 1. $271,630 
Oper, expen..... soosee 11,703,642 10072325 I. 1,631,317 

WNOS-GREN sseccs. c0ccce $5.113.009 $1,372,695 JT. = $740,313 

Fixed charges........ 711,908 871.835 D. 159,928 


Inc. from operation . $4,401,101 $3,500,860 I. $900,241 


Baltimore & Ohio.—The earnings for the month of 
September were reported as follows: 


September: 
Receipts— 
Balance on hand Sept. 1........ ..sesseeeeeeseeeeeeeeeee $194,283 
Miscellaneous receipts.... .. Savangdaceswed Seaeece ee. _ 268.373 
Traflic receipts............ Mieadicidtmeslideads. eWeee decades 2,788,895 
MARR nade | sisis sigioe dcedesarecrscceon seuevederdeduces $3,551,551 
Disburgsements— 
WOME ois aeons scan vel ceddeeiavadsscuaveaes $172,¢95 
Miecellaneous...... iesereecces ie daaeee Precerery 2 514,937 
—-—— 3,017.633 
DN cdc ecasieueeccs ec sandescedve audwe -- $533,917 
eceiver’s certificates— 
Balance series No. 1, Sept. 1.......000 ccccccsccecccccces $17,583 
Expenditures............. dddndigedaceckcecanees ited 49 
PIMA S95. 5 cccn cada s'ccacaoay ddeies ows ideuxa $17,533 
Balance—Series No. 2 (Maryland Construction Com: 
EMD aiaxoc sc durcadacdentadaadavedasc i+ ddcudius $106,627 
alance—Series No. 3 (Pittsburgh & Connellsville 
MMPOMM OTE Tn. ccaxcsschdccceweucesses seccsac. 496,708 
BRNGNGMGROES cscs ccsccecs ce scons adgandeddneasecce4 31,279 
Balance, Sept. 30........ giasdaeanee ad baebiees dee vows $465,428 


Terminal improvement fund— 


REM INDIE B22. oo cneveddtacacdnddancavan, taeesss> $362,062 
WEMMMIAINNOR GS 6 coca cdsscacvcd audacsaquaneds ices <deedaes 29,179 
Wemianite Gant: SO... cccaccatcatecavawucasacadda aces $332 882 


The officers of Baltimore & Ohio give notice that thy 
will make payments of interest on Jan_ 1, as fot- 
lows: In New York, at the office of Vermilye & 
Co., interest on the Pittsburgh & Connellsville first 
mortgage 1898 extended four per cent. bonds, $2,581 000, 
amounting to $51.620; at the office of the Mercantile 
Trust Company. interest on the Baltimore & Ohiocar 
trust bonds 1896, $3,400,000, amounting to $102,000; in 
Baltimore, at the office of the Baltimore Trust & 
Guaranty Company, interest on the Pittsburgh & Con- 
nelisville certificates, $650,000, amounting to $16,250; at 
the treasury department of the Baltimore &' Ohio Rail- 
road, interest on the Westchester & Potomac first mort- 
gage bonds. amounting to $4.417, and the dividend on 
the Winchester & Strasburg stock amounting to $1,492. 

The earnings being insufficient, the interest upon the 
following securities will not be paid: Due in London at 
the office of J.S. Morgan & Co., interest on the Pitts- 
burgh & Connell-ville sterling loan, due in 1926, for 
£1,357,000 at $4.89, amounting to $199,071; due in New 
York at the Union Trust Company, interest on the San- 
dusky, Mansfield & Newark Consolidated mortgage 
bonds, $67,585; at the Farmers’ Loan & Trust Company, 
interest onthe Columbus & Cincinnati Midland bonds, 
$2,000,000, amounting to $45.000: due in Baltimore at 
the treasury department of the Baltimore & Ohio Rail- 
road, dividends on the Columbus & Cincinnati Midland 
preferred stock, $15,000, 

Holders of consolidated mortgage five per cent. gold 
.boads. due 1898, are notified that they must be deposited 
bony J. P. Morgan & Co., of New York, prior to Jan. 2, 


Central of Georgia.--The earnings for the month of 
Novem ber and the five montks ended November 30 were 
as follows: 





November: 1887. 1896. Ine. 
HEGRE CBU Wins caceeess eoveee $604,278 $519,475 $84,803 
CGN. CRDEI.. ccccdccecccaces 27,095 304.033 23,063 
WOUORMi es cccdcicccaccudus $277,183 $215,442 $61,740 
Five months: $2.463.260 
Grose CAID.......-008 eweewene 1,510,170 $2,343,431 $119,129 
—_—— 1,483,493 26,678 
OBE CRN OD dade escaccccdcen $953,390 — —_— 
INGO OME ahcccccasaceduaes $860,938 $92,451 


Central of New Jersey.—The earnings for the month 
of November and the 1l morths ended Nov. 30 were re- 
ported as follows: 








November: 1897. 1896. Ine. or Dee 
GQeOSe CGE ic isc csccccicice $1,151,650 $1,148,620 =. 029 
Oper, expen ....- - seseee 65,048 647,464 I. 11,684 

Net earn ......... cian $195,601 $501,156 D. $5,554 

Eleven Months: 

Groat CBF. 2.266 cecce. «- $11,635,164 $11,634,352 ‘T. $812 
CGR CBN idee csdcccnds 7,122,312 7,268,697 D. 146,585 
NGO CRBs cacccsccccce: $4,512,852 $1,365,625 I. $147,187 


Central Ohio.—Repre sentatives of this leased line of 
the Baltimore & Ohio began suit at Columbus, O., Dec. 
27, to restrain Oscar G. Murray and John K. Cowen, re- 
ceivers of the Baltimore & Ohio, from interfering with 
the management of the Central Ohio. The petition is 
signed by representatives of 2,348 shares of common and 
851 shares of preferred stock. Under the agreement be- 
tween the companies the Central Ohio was to receive 35 
per cent. of the gross receipts, and it is claimed that 
$713,228 was due before the road went into the hands of 
the Receivers, and that $560,000 has become due since. 


Central Vermont.—Holders of six per cent. equip- 

ment bonds are notified that 25 of these eel been drawn 

for payment with accrued interest to Jan. 1, at theoffice 

¢ = United States Mortgage & Trust Co., of New 
ork. 


Chesapeake & Ohio.—The earnings for the month 
of November and the five months ended Nov. 30 were 
reported as follows: 








November: 1897. 1896. Inc. 
CRGED OBR aien< cacccncdcacenens $1,007,505 $875,035 $132,170 
QHEP. CBE cc 0x0 conces oceecee 676,1E9 577,878 98,281 

Netearn.... .. asdaccdscceans $331,346 $297,157 $34,189 

Five months: 

CUGUD CBs 6 ooo. ccdicidesccdueca $4,909,964 $4,339,711 $570,253 
Qpel CZPED ssc ciccceess eevedeee 2,904,505 2,£53,664 350,841 
Net earn........... eon $2,005,459 $1,786,047 $219,412 


It 1s reported that more than $2,000.000 of the general 
mortgage 4!¢ per cent. bonds of the Chesapeake & Ohio 
have been sold to Redmond, Kerr & Co., and that the 
proceeds will be used in paying off the $2,287,000 six per 
cent. purchase money funding bonds, whick will mature 
July 1, 1898. : 


Chicago & Northwestern.—The gross earnings for 
the mouth of November were $3,204,711, an increase of 
$725,877 over the same month last year. For the six 
months ended the gross earnings were $19,376,680, an in- 
crease of $2,215,898 over the same time last year. 


Chicago & Southeastern.— Judge McGregor, at 
Brazil, Ind., Dec. 20, discharged W. 6. Darneil as Re- 
ceiver for this road, after Henry Crawford, Jr , its Pres- 
ident, had settled all claims against the road. Mr. Dar- 
nell was appointed about six weeks ago. (See this col- 
umn for Nov. 19.) The road extends from Anderson, 
Ind., to Waveland Junction, 81 miles, with a branch 18 
miles from Sand Creek to Rrazil. 


Chicago, Burlington &Quincy.—The earnings fcr 
the month of November and the five months endeu Nov. 
30 were reported as follows: 














November: 1897. 1896. Ine. 
GIOGH BED sc cccccacse ses $3,835,298 $2 8'3,310 $979,988 
GREETS CRIOMescececscs scans 2,332,919 1,682,710 650, 199 

WG CREB ie sec ce cccce cscs $1,470,389 $1,140,600 $329,789 
Fixed charges.... .... .... 890,010 876,202 13 798 

SND Saccnes doscececcees $580,389 $264,398 $315 991 

Five months: 

GLOGS CBT .oocscccc ces cceee $19,471,863 $15,629.585 $3,842,578 
Cer: GRO 06. c6cccs <0. 11,172,118 8,936,5.5 2,245,563 

WGK GRNM acassccucsccoses $8,299,745 $6,692.53) $1,607,015 
Fixed charges............. 4,450,000 4 381.009 68,991 

Uiieis voccsccacduceas $3,849,745 $2,311,721 $1,538,(24 


Chicago, Milwaukee & St. Paul.—The earnings 
for the month of November and the five months ended 
Nov. 30 were reported as follows : 


November: 1897. 1886. Increase, 
COOUR OMEN osc ccanccacuees $3,3 8,416 $2,738,520 $°89,9.6 
Oper. expen..... Sadeceneas - 1,858,029 1,482.891 375,138 





Net earn..... vvcceccecccee $1,470,416 


$1,255,629 $214,787 


Five months: 


CSUN CREB co ccesicus sane $15,613, 198 $11 167,405 $1.415,783 
ODGR: EXPOR.:.. 66.0000 . 9334,6.7 - 8,623,526 711,90 
NGO GOs a6. deecescces - $6,278,571 $5,513,868 $734,703 


Colorado Midland.—Funds have been deposited with 
the Central Trust Co. to pay the January coupon of the 
new mortgage bonds as soon as the securities are issued, 
which will be about Feb. 1. The drawn — 
bonds, series B, and the coupons of these bonds due 


Jan. 1, will be paid at the office of the Central Trust Co. 


Columbus, Sandusky & Hocking.—The old injunc- 
tion suit against David L. Sleeper, Morris H. Donahue, 
Herbery B. Butler, George W. Saul, Elias M. Poston, 
Samuel J. Flickenger, and Anne M. Bonebrake was dis- 
missed by Judge Badger at Columbus, 0., Dec. 20. This 
suit was brought by Directors, who claimed damages 
for placing the road in the hands of a receiver, as de 
tailed in this column Feb. 5. The road was in the hands 
of a receiver for about a week, the property being re- 
stored to the Directors Jan. 26. Judge Badger has dis- 
missed the petition on the ground that since bringing 
this injunction suit the company’s property has been 
placed in the hands of areceiver ,and there is nothing 
left of the case. | 


Excelsior Springs.—This road was publicly suld by 
Special Master H. F. Simrall, at Liberty, Mo., Dec. 20, 
to E. L. Morse, one of the bondholders, for $30,000. (See 
this column for Dec. 17.) The road is te be recognized 
under the name of Kansas City, Excelsior Springs & 
Northern. It extends from Excelsior Springs, Mo , to 
— Springs Junction, a point on the Wabash, 9.47 
miles. 


Kansas Central,—Holders of first mortgage bonds 
are notified that there isdue and payable on each the 
sum of $40.62, of which $18.79 is dae upon the bond and 
72 cents upon each coupon. Payment will be made at 
the office of the Receivers, 27 William street, New York. 
Coupons not presented before Jan. 21, 1898, will cease to 
draw interest from that date. : 


- Kansas City, Fort Scott & Memphis.—This com- 
pany has sold to a Boston syndicate $500,000 of 6 per 
cent. bonds at about 98, to retire a like issue of Kansas 
City, Springfield & Memphis 6 per cent. bonds which 
matured May 1, 1894. These bonds came due when the 
securities of the company were greatly depreciated, and 
were carried along until the increased traffic has made 
it possible to effect their retirement. 


Kansas Pacific.—The dates of the foreclosure sales 
and the upset prices of the various properties of this 
company, whose sale was recently deferred, as stated in 
this column two weeks ago, are as follows: 

Date of Placeof Upset Depost 


Moregage. sale, sale. price. requ’r’d,. 
Kansas Pacific, Gov. 

CR Sp rere Feb.16 Topeka $2,500,000 $500,000 
Kansas Pavific, East 

|) SSR gee Feb.17 Topeka 4,500,0.0 200,000 


i 
Kansas Pacific, Mid. 
BGs) .kvcacaces Feb.18 Salina 
Kansas Pacific, Con. Feb.19 Topeka , 
Denver Pacific, 1sat.. Feb. 21 Denver £00,000 


Lake Shore & Michigan Sonthern.—The estimated 
ae for the year ended Dec. 31 were reported as 
ollows: 


5,309,000 250,°00 
8,000,060 500,000 
2,000 000 











Year: 1897, 1896, Inc. or Dec. 
CUE COTW io cccseeeseccccs $20.293,U13 $20,193 957 I. $99.056 
QR OOo dis sccteeeccue 13,486 585 13,726,154 D. 239,569 
vite pic ncsans $6.8°6,428 $6 467,83 1. $338,626 
Fixed charges.............. 3 (60,000 3,415,403 D. 385,403 

is cise Seyi 83.746 428 $3,022,400 ‘1. $724,028 
DGG so cdccdse cecciccncs 2,967 980 See - dcnataea 

SOR aacdds ccecceases $778,438 $54,410 1. $724,028 


Louisville & Southeastern.—This company was in- 
corporaced in Kentucky, Dec. 23, with a capital stock of 
$5,000,000, as the successor to the Richmond, Nicholas- 
ville, Irvine & Beattyville, recently purchased by Adolph 
Segal, of Philadelphia. (See this column for Dec. 3) 
The road extends from Versailles, Ky., to Irvine, 61 
miles, and it i prenaces to make an addition of 32 miles 
from Irvine to Beattyville. for which an issue of $2,500,- 
000 bonds will be made. Mr. Segal retains $1,200,000 of 
the capital stock. 


Louisville, Evansville & St. Louis.—At a recent 
conference, held in New York, between the first mort- 
gage bondholders and the Consolidated bondholders the 
various interests failed to come to an agreement, and 
the first. mortgage bondholders have instructed their 
attorneys to bring suit to foreclose their mortgage at 
ouce. ‘Phe first mortgage bonds ($2,000,000 outstanding ) 
cover 180 4 miles of the road, and the Consolidated bond- 
($3,797,500 outstanding) cover 65.5 miles, Mount Vernon, 
Tll., being the dividing point. 


Manhattan, Alma & Burlingame.—A decree of 
foreclosure was entered against this road Dec. 21 on ap- 
plication of Oliver W. Mink and Samuel Thorrdykes 
trustees, the indebtedness being $1,380,540. Hiram P. 
Dillon was appointed Master for the sale of the prop- 
erty. The stock and bonds are held equally by the 
stockho!ders of the Atchison, Topeka & Santa Fe and 
the Union Pacific. The road extends from Manhattan, 
Kan., to Burlingame, 56.62 miles. 


Memphis & Charleston—At a meeting of the holders 
of Central Trust Company certificates, representing the 
seven per cent. bonds, the general mortgage six per cent. 
bords and stock, the plan of settlement effected by the 
Borg Committee was confirmed as follows (see this 
column for Dec. 17): 

Under the terms of said settlement. the Centra! Trust 
Company, upon surrender of its certificates, will pay in 
cash the sum of $650 for each $1,000 of said General Mort- 
gage Bonds represented thereby, with all unpaid cou- 
pons attached. 

Holdérs of Central Trust Company receipts for seven 
per cent. bonds (or for Guarantee Trust.Company certifi- 
cates representing such bonds) upon canvantien of their 
receip}s to the Central Trust Co. may have the option 
under said settlement with the Southern Railway Com- 


pany. 

(1) To participate under the plan of the committee of 
which Mr. Adrian Iselin, Jr., is Chairman, as modified 
by the notice this day published by. the Committee: or 

_(2) at any time after Jan. 1, and before Jaa. 15, 1898, to 
receive par and accrued interest fur their bonds and 
coupons,together with interest at the rate of six per cent. 
per annum on all unpaid matured coupons. less the 
amount which has been heretofore paid (with interest 
at the rate of six per cent. from the date of payment) on 
account of said coupons. 

Upon surrender of its certificates for stock deposited, 
the Central Trust Company will return said stock to 
the respective owners and refund in cash the amount of 
the assessment paid thereon, together with a further 
sum offive percent. of the par value of each share of 
stock so returned. 


«| 
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The Iselin Committee, re presenting the Tennessee lien 
bonds, second mortgage extended bonds, first and second 
mortgage extended bonds, consolidated seven per cent. 
bonds, and the general six per cent. bonds, has come to 
an @ ment with the Southern Railroad Company: 
That in completion of reorganization, that company will . 
purchase the property from the committee, and will 
give its own direct divisional bonds, secured by first 
mortgage on this division, instead of the first mort- 
mage bonds proposed to be issued in the plan, and will 
deliver its preferred stock in lieu of the income bonds 
or preferred stock of the new comniey, as propo-ed 
to be issued under the plan; such divisional first 
mortgage bondsin each iustance to be issued in sub- 
stitution for, and in lieu of, an equal amount of first 
mortgage bonds of the new compensai7ee such South- 
ern Railway preferred stock to the par’amount of $400 
to be issued in substitution for, and in lieu of, the $400 
of income allotted under the plan tc each Tennessee 
lien, first mortgage, or second mortgage extended 
bond; and such Southern Railway preferred stock to 

the par amount of $1,600. to be issued in substitu- 
tion for, and in lieu of, $1,200 of incomes allotted 
under the plan to each of: the 864 consolidated bonds. 

In pursuance of the contract above mentioned, and as 
condition thereof, the Southern Railway Company has 
acquired all of the general mortgage six per cent. bonds, 
held by the committee of which Simon Borg is Chair- 
man, and proposes to deposit the same under the said 
plan of March 5, 1896, thereby insuring the accom- 
plishment of said plan as now modified: 

The holders of certificates for general mortgage bonds 
heretofore deposited, will be entitled. in completion of 
reorganization, to receive $2,000 Southern Railway pre- 
ferred stock in lieu and instead of income bonds of pre- 
ferred stock of the new company, as proposed in said 
pian. 


New York Central & Hudson River.—Judge La- 
combe, of the United States Circuit Court for the 
Southern District of New York,on Dec. 24 heard an 
application made on behalf of Charles De Neufville for 
an injunction to restrain the issue of bonds by the New 
York Central & Hudson River under the $100,000,000 re- 
funding mortgage adopted last summer. Mr. De 
Neufville is a stockholder in the old New York & 
Northern, now the New York & Putnam, which was 
sold to the New York Centra! & Hudson River some 
months ago. The claim made is that this sale has never 
beea legally consummated. 


Northern Central.—The earnings for the month. of 
ener and the 11 months ended Nov. 30 were as 
ollows: 





November: 1897, 1896. Inc. or Dec. 
O_O ea $615,186 $551,897 1. $63,28) 
Oper. expei....... isbeoeeee 412,348 $82,253 I. 30,085 

a ae - $202,848 $169,644 I. $33,204 

Eleven months: 

SID MOM sa u'ss cans dsscnkss $6,116,263  $5.766.482 I. $379,781 
Oper. OXPen........ sees. cee 4,243,625 4,248,275 D. 4,650 
|. ae ees $1,902,638 $1,518,207 TE $384,431 


Northern Pacific.—The earnings for the months of 
October and November and the five months ended Nov. 
30 were reported as follows: 








October: 1897. _ 1896. Ine. or Dec. 
SR \aoe'sd as danease $2,784 755 $2,49°,834 I, $285,921 
POE. GOD oc. ic cess ts0cses 1,169,061 1,065,192 i; 93,869 

Net earn..... ska: nina, eee $1,625,694 $1,433,612 I. $19,052 
MIRO on cankess. = vesnsnanses 42,900 49,29 D. 6,359 

Net oper. income..... ...$1 582.794 $1,384,383 I. $198,411 
Other income....... ....... 30,075 14,431 I, 15,614 

MRL MOE. acenssecsevonsce’ $1,612,¢69 $1,398,814 T. $214,055 

November : : i" 
eee . $2,610,483 $1,682,394 I. $958 089 
CET BEOR aes i anes enscces 1,017.644 935,212 i. 82,432 

ES errr $' 622,838 $747,182 1. $875,656 

Five months : 

Gross €arn..... el PES sdisndwe WE ss om seek hanes wane $11,604,998 
SINE a uken choise a sesecucevwee trvnsinccn > 5,410,174 
SONU ic ack saookescnkesibees can shaunesbenes seen $6,194,824 
De NR soo le ot ns cae otie’s spen'e nics vn cienienae se nies ews 214,500 

SRI 5 s0ngSea2 5 04es Dekebeweeess ol abe cweselcan: oee% $5,980,324 


Omaha Bridge Co.—Holder- of first mortgage bonds 
are notified that four bonds, called for redemption April 
1, 1834, are stiJl outstanding. These will be paid at the 
office of J. P. Morgan & Co , New York, or at the Lon- 
don & San Francisco Bank, London, on and after Jan. 1 
next, at 110 per cent. with interest to date. 


Omaha, Kansas City & Easteyn.—At a meeting of 
the stockholders, held in Kansas City. Mo, Dec. £3, it 
was voted to increase the capital stock from $1,500,C00 
to $2,000,060. It was further decided to issue first mort- 
gage bonds at the rate of $20,(00 per mile, and second 
mortgage bonds at the rate of $15,0(0 rer mile; these 
issues to be used for further improvements on the road, 


Pennsylvania Co.—Holders of Philadelphia, Wil- 
mington & Baltimore trust certificates are notified that 
$165,285 has been set aside for the purchase of as many of 
these certificates as are offered at the lowest price not 
exceeding par before Dec. 31, at the company’s office, 
Philadel phia. 


Philadelphia & Reading.—The earnings for the 
month of November and the year ended November 30 
were as follows: 


























November: 1897. 1896. Inc. or Dec. 
Railway Company— < 
SS eae $1,924,717 $2,093,801 D. $79,084 
DPCP. SEDO. 064.0200 covcce 992,307 1,022,524 D. 30217 

BIRD RIN coin ecancd connate $932,410 $981,277 D. $18,767 
Coal & lron Company— 
Gross earn...... coe cgusenane $2.227.058 2,030,038 I, $190,120 
RRO, ADB a sciresasecenss 2,109,496 1,784,800 I. 324,696 
INGE DTD sa cascdcdssecsssen $117,562 $215,238 D.$127,676 
Reading Company— 
Net INCOME... 0.0006 seoee 37,200 37,200 
Net earn. of all companies .$1,087,173 $1,263 71lo D, $176,743 
Year: 
Railway Company — 
ce eer $9,938 578 = 9. 178,321 I, $160,257 
ODEF, SXPAt....c0csa00...5.... OBL GIG 5,123,141 I, 1.7 905 
NIN. oo ota ie sash eeeke $1,687,532 $4,355,180 I, $332,352 
Coal & lron Company— 
GHAR OBLD, 0.0.0000ceccerceed $11,357,894 $10,590,730 I, $767,164 
ee re rr ers 10,620,260 9,847,322 I, 772,938 
Not GATE. ocscccoccesccscs $737,634 $743,408 WD. $5,774 
Reading Company— 
erry 157,040 157,040 
Net earn. of all companies. $5,552,208 $5,255,629 1. $326,579 


Rio Grand Western.—The Auditor’s figures of the 





souning® for the five months ended Nov. 30 were as fol-- 
ows: 


SOMO RRED. cose ctueg scevremneder es ks OS ys P 0b 08 cee chy 2d,083 
Oper. expen........ sseeebebectsactes Jogaesebepneesacom 930,828 

Wibearn ......,..0.0-0000%s ee ~ $592,755 
Surplus above all charges..........ccccsccssesccceccceee $287,885 


St. Louis & San Francisco.—The earnings for the 
month of November and the five months ended Nov. 30 
were reported as follows : 





November: 1297. 1896. Ine, 
Cri9 ORO 260. disie's évedaszac $612,568 $517,669 $94,9°8 
Oper. CXPON) ..5. 50 ccscccsvens 242,734 281,128 61,606 

Net earn........ eee A $269,834 $236,532 $33,302 

Five months: 

AS ROGN DRE oe scscciss sour ebadelccs $3,0 6,932 $2,625,454 $440,568 
RODRE BE ROM sic discs) vcksanies 1,666,679 1,412,755 253,924 
DICUGAEN 5 62h s seis sotesece $1,399,353 $1,212,709 $186,614 


Sandusky, Mansfield 4 Newark.—At the request of 
the majority of holders of first mortgagé seven per cent. 
bonds, John Gardiner, J. O. Moss, Charles C. Deming, 
Arthur P. Sturgess and W. C. Osborn have consented to 
act as a committee for their protection. Holders of 
these bonds are requested to deposit them with the 
Union Trust Company, of New York. (See this column 
for Dec. 17.) 


Sebasticook & Moosehead.—H. W. Martin, of New 
York, who holds $50,000 of second mortgage bonds, has 
foreclosed on his mortgage and taken possession of the 
road and equipment. placing itin the hands of G. M. 
Crawford and E. L. Van Etten, of Wiscassett, Me. This 
— extends from Pittsfield, Me., to Hartland, eight 
miles. 


Southern.—The earnings for the month of ‘November 
and the five months ended Nov. 30 were as follows: 











November: 1897. 1896. Increase. 
Gro 6 earn ...... .. .o00. $1,851,705 $1.684,178 $167,5:7 
PCr. ELDON... vsvcscvee 1,190,367 1,(61,690 128,677 

NGL ORN As cos cscissuanwe $661,338 $622,188 $38,850 
Five months: 

AF BOS OREN ions niesscwsn cee $8,657,713 $8,138,791 $518,918 
ROPOP. CROGD so iscsi cececn 5,797,688 5,422,723 374,965 
NOL COTO sis oi scscces, cok $?,86,025 $2,716,071 $143,953 


_ Tacoma & Columbia River.—This company has 
issued a mortgage for $3,000,000 to the Continental Trust 
Co. as trustee, to.secure five per cent. gold bonds,of which 
$250,000 have been issued on the 1214 miles from Tazoma, 
Wash., to Lake Park. Of the remaining issue, $250,000 
is to be used for deep water connection, and the rest at 
$20,000 per mile for extensions. This company is succes- 
sor to the Taroma, Lake Park & Columbia. foreclosed 
last October. (see this column for Nov. 5 and 26.) 


Western Maryland.—The earnings. for the year 
ended Sept. 20 were reported as follows: 





Year: 1897. 1896. Inc. or Dec. 
Gross €arn.........0.. $1,251,238 $1,265,689 D. $14,451 
Oper. expen.......... % 16,339 815,176 D. | 28,846 

Net Carn: ...s00%s +. $434,908 $120,513 TI. $14,395 - 


The company expended during the year $51,025 for 
equipment, betterment and construction. 


Wisconsin Central.—Judge Jenkins. of the United 
States Circuit Court, at Milwaukee, Wis , has issued a 
decree of foreclosure in favor of John A: Stewart and 
Edwin H. Abbott, as ‘I'rustees, for $12,000,000, the 
amount of the first mortgage bonds, unpaid interest 
conpons $1,800,000, and interest on the deferred interest 
payments since July 1, 1894, the total amount being $14,- 
309,125. F. M. Hoyt is appointed Special Master to as- 
certain and report whether the franchises and property 
shall be sold as an entirety, or in two or more separate 
parcels, and what liens, if any, are superior to the first 
mortgage. The suit isa step toward reorganization of 
the company. 

On Dec. 22 Judge Jenkins signed two orders authoriz- 
ing the Wisconsin Central to execute and deliver two 
agreements made by them with the Milwaukee & Lake 
Winnebago, and the Chicago, Wisconsin & Minnesota 
on Dec. 31, 1896. The orders provide that the Court may 
resume possession of the two companies if they fail 
within 30 days after a demand is made to pay their re- 
ceivers or successors all sums due. The rental under 
the new contract is fixed at. the actual net earnings, 
after deducting in addition the just proportion of taxes, 
equipment charges and improvements. This is instead 
of the fixed percentage of the gross earnings as formerly. 








Electric Railroad News. 

Harrisburg, Pa.—Officers of the Harrisburg & Me- 
chanicsburg Electric Railway say that the injunction 
suit instituted by the Philadelphia & Reading, to pre- 
vent their company from crossing the other's tracks at 
Camp Hill will be amicably adjusted and the extension 
to Mechanicsburg pushed to an early completion. 


New York.—The Appellate Division of the Supreme 
Court on Dec. 19 heard the appeal of the East River & 
Atlantic Ocean Railroad Co. from Justice Van Wyck’s 
decision, continuing the injunctions which now prevent 
the Board of Aldermen from passing the franchise of the 
road over the Mayor’s veto. The injunction has been 
made permanent. 


Orange, N. J.--On Dec. 20 the Common Council. 
granted perpetual franchises to the South Orange & 
Maplewood Traction Co. to cross Main street at grade 
over the tracts of the Consoiidated Traction Co., and to 
connect with the Erie Railroad. ’ 


San Francisco, Cal.—H. E. Huntington was elected 
President .of the Market Street Railway eo eid to 
fill the vacancy caused-by the death of Col. C. F. 
Crocker. Charles Hollbrook was elected Vice-President, 
to succeed Mr. Huntington. 


Shamokin, Pa.—The directors of the Shamokin 
Street Railway Co. have decided to shut down the road 
at the end of the present year, claiming that it has 
proved a losing investment. 


Watertown, N. Y.—The Watertown & Brownville 
Street Railway Co. has filed a certificate of reorganiza- 
tion at Albany, in which it is stated that the road 
will be reorganized under the name of the Black River 
Traction Co., with a capita! stock of $65,000. Directors 
are Julius A. Lebekucker, —- Trementz, and Chand- 
ler W. Riker, of Newark, N.J.; B. Van Wagener, of 
South Orange, N. J.; H. I. Inglehart and George H. 
Waller, of Watertown. 








TRAFFIC. 


Traffic Notes. 


The Louisville & Nashville has just completed at Pen- 
sacola, Fla., a grain elevator of 500,000 bu. capacity. 





The Sunset Limited express of the Southern Pacific 
will continue to'run to and from Chicago twice a week, 
and, inaddition, there will be a “Sunset Limited an- 
nex” from New Orleans to El Paso to connect with it. 


Judge Dale, at Wichita, Kan., has given judgment 
against the Atchison, Topeka & Santa Fe for, refusing 
to give a stock shipper a return pass. A law of Kansas, 
lately enacted, requires railroads to give stock shippers 
passes both ways, 


_ The Atlanta Constitution reports that at a meeting 
in that city last week the Southern Railway and the 
Seaboard Air Line reached an agreement by. which the 
Seaboard will sell through tickets over its main line on 
the basis of abou¢ $3 less than the fare by the Southern; 
but no official details are given out. 


The Secretary of Agriculture has issued a circular to 
railroads notifying them of. sumetiane governing the 
trarsportation of cattle from Texas and certain other 
Southwestern states between Jan. 15 and Nov. 15. These 
regulations are to guard against the spread of splenetic 
fever. Secretary Wilson, besides defining the quarantine 
line fixed by his department, accepts the lines estab- 
lished by the various states. . ; 


The Managers of the Joint Traffic Association have 
reduced the rate on corn tothe basis of 1714 cents per 100 
lbs. Chicago to New York, and the rate'on ail other 
grain to the basis of 20 cents. The Board of Control of 
the Association held conferences several days last week 
and this change appears to be the result of those confer- 
ences. The report of the doings of the Board of Control, 
as given to the newspapers, expresses the belief that 
rates will be restored on Jan. 1 and thereafter main- 
tained, but the present demoralization is great and 
widespread and a good many railroad officers seem to 
think that the official “* belief”? concerning restoration 
has but a slight basis of fact. The reporters seem to feel 
sure, from what they learn at Chicago, that large con- 
tracts, running at least one month longer, are still in 
force. 


The merchants of Denver willestablish a traffic bureau 
on Jan. 1 and will try to convince the railroads that 
raw material ought to be brought to that city 
at cheaper rates so as to encourage the establishment 
there of factories. Just at present there would seem to 
be little work for a bureau to do, as the wholesale mer- 
chants are rushing in freight by the dozen carloads to 
take advantage of the very low rates from the East 
which will be discontinued at the end of this month. 
When the notice of restoration of tariffs was given, one 
firm, it is said, at once ordered 150 carloads of mer- 
chandise. Many others are ordering goods in quantities 
as large as they can get credit for. The warehouse men 
say that the business will greatly overtax their facilities. 
It appears that this long continued rate war was finally 
settled on the basis of 39 cents differential in the rates 
from the Atlantic Coast as between all-rail and water. 
and-rail. The Union Pacific, Denver. & Gulf demanded 
a differential of 44 cents‘ the other lines demanded 35, 
and finally they split the difference. 


Chicago Traffic Matters, 
CHICAGO, Dec. 29, 1897. 
The attitude of the Michigan lines parties to the Cen- 
tral Passenger interchangeable mileage agreement has 
resulted inasplit in that bureau, and the roads referred 
to have formed what is known as the Northern Mileage 
Ticket Bureau, with headquarters at Detroit. The roads 
in this bureau, which it is expected will begin business b 
Jan. 15, will have an interchangeable ticket which wil 
be good on trains. The roads in the new bureau are the 
Ann Arbor; Chicago & West Michigan; Detroit, Grand 
Kapids & Northern; Flint & Pere Marquette; Grand 
Rapids & Indiana; Lake Shore & Michigan Southern; 
Manistee & Northeastern; Michigan Central; New York, 
Chicago & St. Louis, and the Pittsburgh & Lake Erie. 
Western traffic officials are taking exception to the 
action of the Joint Traffic managers in making a rate of 
20 cents on grain and 1714 cents on corn from Chicago 
and Mississippi River os to New York, claiming that 
it is a disturbance of the regularly established differen- 
tials, and a discrimination against this city. 
Commissioners Wellington, Courtright and Shute, of 
the Western Joint Traffic Bureau, who have been in the 
South and East investigating the export facilities of the 
various ports, with a view to a all-rail grain 
rates 1n orderto meet Gulf competition, have returned 
and are now busy drawing up their report on the sub- 
ject. : y 
. Passenger representatives of the lines running be- 
tween this city and St. Louis and Kansas City and also 
between St. Louis and Kansas City, have entered intoa 
new agreement governing passenger business. One of 
the chief features of the new agreement is the complete 
withdrawal of a classof tickets that scalpers have found 
workable. All the roads bind themselves not to pay any 
commissions: on eastbound business and no line can 
take independent action without first discussing the 
matter at a joint meeting with the other roads. , 
The situation in eastbound freight rates does not im- 
prove, all manner of cuts being made on all commodi- 
ties. Further than this not much confidence is ex- 
pressed that matters will be mended on the first of the 


year. ; : . 
The Illinois Central Railway Company has givennotice 
that it will ran homeseekers, excursions from points on 
the western lines to points thereon south of the Ohio 
River during the first four months of 1898, : 
Fastbound shipments from Chicago and Chicago 
junctions to points at and beyond the western termini 
of the trunk lines for the week ending Dec. 23 amounted 
to 129,989 tons, as compared with 85,428 tons the preced- 
ing week. This statement includes 60,519 tons of grain, 
19,866 tons of flour and 18,992 tons of provisions, but not 





















live stock. The following is the statement in detail for 
the two weeks: 
WEEK. ENDING | WEEK ENDING 
Dec. 23. DEc. 16. 
Roads. 
Tons p. ¢ Tons, | p.c¢ 
Baltimore & Ohio..... saseoe 10,765 8.3 3,517 4. 
BBs cccins sic 0 264 7.9 4,109- 47 
— pease 11,088 | 8.5 Tels | 9. 
3075 5. yi of 
rece. 392 | 12:8 | See5 | 113 
ichi y oe O47 F é i 
N qhiganie est. aS me 10,523 2h pass 26 
Pitts., Cin., Chi. & St. Louis.| 15.12 : i 
itts., Shicago| 2.536 | 20.4 | 16,807) | 19. | 
abate ‘Chicago! 73776 | 7.5. | 14079: 12:6 
Totals....... euseetee 129,989 | 100.0. 85,428 | 100.0 




















Lake shipments last week were 3,080 tons. 
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